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ELECTRIC RAILWAY TRACTION 
A Supplement illustrating and describing developments 
in Electric Railway Traction is presented with every copy 
of this week’s issue 








DISPATCH OF “THE RAILWAY GAZETTE” 
OVERSEAS 


We would remind our readers that there are many 
overseas countries to which it is not permissible for private 
individuals to send printed journals and newspapers. THE 
RAILWAY GAZETTE possesses the necessary permit and 
machinery for such dispatch, and any reader desirous of 
arranging for copies to be delivered to an agent or corre- 
spondent overseas should place the order with us together 
with the necessary delivery instructions. 

We would emphasise that copies addressed to places in 
Great Britain should not be re-directed to places overseas, 
as they are stopped under the provisions of Statutory 
Rules & Orders 1939, No. 1440 








With the object of conserving paper by avoiding the 
return of unsold copies, readers are advised in the interests 
of all concerned to place a regular order for THE RAILWAY 
GAZETTE either with their newsagent or direct with the 
Publisher 
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Budget Reflection 
TX times of unexpected change such as we now live in, 

we are not surprised, as our forebears would have 
been, when the object of the Budget is revealed as not 
what it was. Formerly it was generally understood to be 
a presentation of the nation’s revenue and estimated 
expenditure, with the purpose of raising funds by taxa- 
tion sufficient to produce a balance. Last Tuesday, the 
Chancellor of the Exchequer frankly showed this as a 
purpose secondary to that of limiting the purchasing 
power of the individual. He admits the impossibility of 
raising enough by taxation to pay for the war, and, 
indeed, had already stated in Parliament a month or so 
ago that money for this purpose was obtained by borrow- 
ing from the banks, the presumption being that the 
proceeds of taxation go to meet the charges on such 
loans. That, of course, was the procedure in the last 
war, when, of the huge total spent, only so small a fraction 
was collected in taxation that the National Debt rose by 
some £7,000,000,000. There is still some reason for mis- 
giving as to whether the whole of the productive power 
of the nation is yet being directed towards winning the 
war. So long as there are unemployment and unproduc- 
tive fields and factories, our full effort is not being exerted; 
and since money is a means, not an end, there should be 
no limit to the application of such means towards a speci- 
fied end, whether the expenditure incurred can _ be 
recovered in taxation or not. To illustrate the absurdity 
of-any restriction on productive effort at the present time, 
which may be caused by treating money as a scarce 
commodity, we have only to consider that, were we to 
limit national expenditure to the ability of taxpayers to 
meet it, we should have to limit the duration of the war 
to the matter of another week or so. A final reflection on 
the present situation is that, barring an orgy of destruc- 
tion which should scarcely be possible in view of the 
strength of modern defensive warfare, there will at the 
end of the war be so great an increased productive capa- 
city that to contemplate a return to pre-war conditions 
of scarcity is quite futile. We have to look forward in 
conditions after this war to something very different from 
that which has ever been known before. 

* * * * 


Railways and the Budget 


Those who had hoped that the Chancellor of the 
Exchequer might drop a hint in his Budget speech as to 
how the railways would stand in relation to Excess Profits 
Tax—some City pundits had cherished an idea that he 
might clarify the position—were disappointed. It is 
possible, however, that Sir John Simon will do so when 
he brings forward his detailed proposals for amending the 
E.P.T. provisions. In another section of his speech there 
was plenty of food for thought for railway investors. Are 
the railway companies to be subject to the limitation of 
dividends which may be paid by public companies? As 
statutory companies they are outside the application of 
legislation relating to the generality of public companies. 
The latter are not to distribute greater dividends than 
those in any one of the three pre-war years. The restric- 
tion will be subject to a minimum rate of 4 per cent. 
which will be allowed to companies that in recent years 
have not been able to pay that amount. The object of 
this legislation is to force companies to retain their profits 
in the business against the difficult times which may arise 
after the war. It may well be that the railways will be 
exempted specifically from this section of the Finance Bill 
in view of their special circumstances, or that they will 
rank among the “ hard cases ’’ for which the Treasury 
will exercise dispensation. Superficially, so far as the rail- 
ways are concerned, the proposed limitation appears to be 
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out of accord with the financial agreement between the 
railways and the Government. 
* * * * 

Swedish Iron-Ore Transport 

‘he enormous iron-ore deposits in the neighbourhood of 
Gallivare, which provided the original incentive for build- 
ing the Lapland iron-ore railway, described in THE Ratt- 
way GAZETTE of April 19, proved unsuccessful commer- 
cially in the early-years of the enterprise, mainly by reason 
of the difficulty and cost of transport. As long ago as 
1872 the value of this iron-ore to the States of Germany— 
then just linked to form the first Reich—formed the sub- 
ject of discussion in the trade press. Early in that year 
the Gillivare iron works changed hands, and in endeavour- 


ing to rectify the position, which was described as 
‘spending 11 dollars to get back 10,’’ the new pro- 


prietor examined the possibilities of improving transport 
to the coast by using the Luleadlv, cutting a canal, and 
building a railway for the last 14 miles to the iron-ore 
mountain. Doubtless this would have improved matters, 
but the British scheme for a through railway between 
Lulea and Narvik was incomparably better, as it offered 
access to an ice free port in the north, as well as to the 
Gulf of Bothnia in the south, which is closed by ice for 
more than half the year, besides providing transport for 
the even more important mines at Kiruna. When the 
sritish enterprise encountered financial difficulties, Dutch 
interests lent a hand, but Germany—probably the chief 
potential beneficiary—declined to participate. Eventually 
the undertaking was completed by the Swedish and 
Norwegian States. (See illustrations on page 606.) 
* a * * 


Traffic Prediction 

Everyone recognises that over the period covered by 
railway history the prosperity of transport has been closely 
bound with that of industry in general, but in the paper 
entitled ‘‘ The Empirical Forecasting of Railway Traffic ”’ 
prepared by Dr. C. Douglas Campbell for the Institute 
of Transport it is shown that railway traffic trends follow 
those of industry (based on the industrial share index) 
with a lag of seven to nine months; e.g., a general rise in 
industrial shares is followed some eight months later by 
increases in freight tonnage and passenger traffic. In 
general, shorter warning of traffic fluctuation is given 
during an up-rise in trade than during the descent to a 
slump. The prediction of traffics is shown to be influenced 
mainly by cyclical changes of trade and long-period 
changes in the volume of productive capacity, in addition 
to the general seasonal and short-period fluctuations. Just 
what the position of the railway traffic astrologer will be 
in the future is difficult to gauge, but it is probable that 
some of the factors he uses will be quite different from 
those now forming the bases of estimates. Many believe 
it to be unlikely that the continuance of the financial and 
commercial system that hitherto has been the essential 
cause of those trade slumps and booms, so graphically 
shown in Dr. Campbell’s paper, will be tolerated. 

* * * . 


Publicity and Idioms 

An essential feature of our trade with other countries is 
the publicity necessary to make known the kinds and 
quality of our manufactures. In this respect British trade 
interests have often been accused of affording insufficient 
information to potential markets abroad, and of an undue 
insistence in the use of the English language. On the 
other hand, when catalogues are prepared in a foreign 
idiom, we are criticised because the announcements are 
not couched in precise academic phraseology, and we have 
before us a foreign newspaper in which catalogue language 
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is censured and ridiculed. Possibly there is room f 
improvement in this respect, and in the interests of ex 
porters it is desirable that advertisements for abroa 
should be edited carefully. Certainly there are difficulti: 
in translating trade terms which in some cases have | 
exact equivalents, or when, as in the case of both tl 
English and the Spanish languages, the European idio: 
is not identical with that in use in the Americas. Tec! 
nical dictionaries may mislead if used without a knowled 
of the subject. In the preparation of advertisements 
catalogues in a foreign language the happy mean shou 
be sought between an exact literal translation (which m 
be stilted and unattractive) and a freely idiomatic render 
ing without departing overmuch from the original. 

* * * o 


Agreed Charges in Canada 

The “‘ agreed charge’’ system on the Canadian railway 
authorised by an Act of Parliament and in operation fi 
over a year, is not working to the extent that was expect 
according to officials of the transport commission. On 
six agreements have been approved. One has expir 
two others are about to expire, and some new ones are « 
the way. Nevertheless, reasons are given for the syst 
not being used more fully. One is that the railw 
companies are so busy with ordinary traffic that time 
lacking to work up these special agreements. It 
suggested, moreover, that so much war and ordinary trafi 
is coming to the railways that there is not the sai 
stimulus to make special agreements. The ‘‘ agre 
charge ’’ in Canada is an adaptation of the British syste: 
It permits a railway to enter into a special rate agreem¢ 
with a trader to handle the whole or the greater part of h 
business for a year. In consideration of this long-ter 
contract, a special rate is authorised; the meeting of lor: 
competition was the particular objective. The main agri 
ment related to the carriage of oil in tanks. In Gr 
Britain an agreed charge is usually a flat rate for a1 
distance, but this is not feasible in Canada where distanc< 
are so much greater. 


Alaska Railroad 

Proposals for the diversion of the Alaska Railroad from 
its present seaboard terminal at Seward to Portage Bay 
were criticised severely in the U.S. Congress recently 
It was pointed out that the only appropriations in the 
budgets had been to make up the difference between 
revenue and working cost, but the financial failure of the 
line was due simply to no grant having been made to 
finish the line properly and put it in good working order. 
If this was done, there would be no need for yearly appro- 
priations to cover operating deficits. The general manager 
of the line has estimated that the cost of changing the ter- 
minus to Portage Bay would be $5,000,000, but th 
Alaskan delegate in Congress said he had good reason to 
believe that the cost would be in excess of $10,000,000, 
an expense which could not be justified by the present 
traffic nor any that could be expected in the next quarte1 
of a century. The interest charges on even the lowest 
estimate for changing the terminal would more than pay 
the increased operating expenses over that part of the line 
it was proposed to abandon. A summary of the Alaska 
Railroad results for the year 1938/39 was given in our 


issue of March 15, page 394. 
* * * * 


Narrow-Gauge Lines of the Reichsbahn 
Out of total route-mileage of some 33,450 owned by the 
German State Railway, excluding Austria and the Sudeten- 


land, only some 570 miles, or 1:7 per cent., are not of stan- 
dard gauge, the majority even of the secondary, or Neben- 
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bahn lines being built to that gauge in most parts of the 
country. Of the narrow-gauge lines more than half, total- 
ling 336 miles, are found in the territory of the former 
kingdom of Saxony, which embarked on a policy of 
narrow-gauge construction in the early 80's, in an endea- 
yur to meet demands for better means of communication 
iu the most economical manner. The Saxon narrow-gauge 
1es formed an important element in the kingdom’s railway 
stem, itself one of the largest in Germany prior to the 
rmation of the Reichsbahn after the last war. Some of 
1e Narrow-gauge routes always needed a subsidy, but 
hers did well and the system as a whole earned a profit. 
ktecent years have been difficult, however, and questions 
ave often arisen of closing some lines, or abolishing pas- 
nger traffic on them, as well as the possibility of gauge 
mversion. The Miiglitz Valley line was converted in 1938. 
* * * * 
Loading 1,400-ft. Rails 
A novel method of loading 31 1,400-ft. lengths of 131-lb. 
iils from a ground-level stack at Schenectady on to flat 
rucks was recently devised by the Delaware & Hudson 
ailroad engineers, and is described by our American con- 
mporary Railway Engineering & Maintenance. The ends 
f the rails were first raised on to a ramp terminating in a 
restle spanning a specially laid track so as just to clear the 
rucks. The part of the track beyond the trestle was laid 
n a straight line along the centre line of the rail stack 
produced. The section of track under the raised ends of 
he rails curved outwards, however, clear of the rail 
amp, and then, with a reverse curve, was laid parallel to 
ind for the length of the rail stack. A train of flat trucks 
vas backed on to this track until the car next the engine 
vas under the trestle. Two of the rails were attached 
o the engine, which, in moving slowly forwards, pulled 
he two rails and the trucks, so that the rails came up the 
amp and over the trestle, and the trucks came over the 
everse curves beneath the rails ready to receive them. 
Che loading of two 1,400-ft. rails was thus effected on the 
train of flat trucks, which was then pushed back to its 
original position, and the process was repeated till one 
train was loaded complete with 16 rail lengths; a second 
train was used for the remaining 15 rails, and both trains 
were loaded in less than two working days. To adjust the 
rails to the correct alignment on the trucks a caterpillar- 
mounted crane was used. No difficulty was experienced 
in transporting the rails to the site of relaying at Platsburg, 
145 miles away. 
* * * * 
Non-Stoppers 
Many times we have related the sufferings of railway 
companies from the attentions of kleptomaniacs. Cutlery 
disappearing from restaurant cars and towels from lava- 
tories were among the peacetime complaints of this kind. 
Today, most of the light-fingered travellers responsible 
for such outrages seem to have found their way into the 
Forces, where they exercise a still more fantastic choice 
of articles to steal. We know of two large camps where 
there is barely a single plug to be found in the lavatory 
washbasins. An elaborate system of discipline, deve- 
loped through the centuries, is completely outwitted by 
an anti-social crime which it can neither prevent nor 
remedy. Although we believe that replacements can be 
purchased at what before the war was a threepenny and 
sixpenny store, there is a natural reluctance among the 
law-abiding to be seen in possession of articles calculated 
to bring them under suspicion, which knowledge doubtless 
crowns the unnatural glee of the malefactors in their 
wrongdoing. We hope that when peace returns the 
resourcefulness of the railways will be equal to combating 
an outbreak of such a practice on their own property. 
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The Rise in Charges : 
e +, 
Railways 10°/,—Post Office 70°/, 

HE decision of the Minister of Transport to increase 
railway rates and charges from May 1 has met with 
a wide measure of opposition. In some quarters the 
rise has been greeted as a surprise, although why that 
should be it is difficult to understand, for the scheme of 
adjustment of charges to cover wartime increases in costs 
in lieu of the Railways Act, 1921, was fundamental in 
the financial agreement concluded between the companies 
and the Government, and at the annual meetings of the 
railways the probability of a rise in charges was freely 
discussed. If it is the amount of the rise which has sur- 
prised the public, that can only be because of lack of 
appreciation of the manner and extent by which railway 
costs have risen. In THe RatLway Gazette the factors 
entering into the impending rise in railway charges were 
discussed at some length on March 22. Then it was fully 
recognised that—as Lord Horne had stated at the G.W.R. 
annual meeting—there were “‘ difficulties and objections 
both practical and political ’’ in the Government plan of 
linking charges to costs. Lord Stamp at the L.M.S.R. 
meeting had stated that he did not think the principle 
adopted was going to be in the long run the best for all 
the interests involved. These difficulties are now being 
appreciated by a wider circle and no doubt some are 
beginning to realise that the railway plan, which was 
rejected by the Ministry, might have had considerable 

advantages in present circumstances. 

In part no doubt the unfavourable reaction to the 
higher charges has arisen from the way in which it was 
presented to the public. The Minister’s statement to the 
House of Commons was far from clear, for in speaking 
of the estimates submitted by the Railway Executive Com- 
mittee of increases in working costs amounting to 
£26,750,000 he said, ‘‘ I am satisfied that increased work- 
ing costs to the extent of £22,250,600 have been proved.”’ 
This at least suggested ihat the balance had not been able 
to withstand the scrutiny of his Department. Further, 
the Minister did not deal adequately in the House with 
suggestions made at once that the increase in charges 
should be referred to the Railway Rates Tribunal. It 
should be mentioned here that, for the purposes of this 
agreement, the Minister of Transport has suspended the 
jurisdiction of the Railway Rates Tribunal in regard to 
the general level of rates, but has the power to seek the 
advice of a consultative committee, composed of the 
permanent members of the tribunal, acting in an advisory 
capacity. He could well have explained that it was 
unnecessary to remit the proposed increases to the tribunal 
because no question of a public hearing or judicial decision 
could arise. The agreement stipulated that the railways 
were to be reimbursed by higher charges for any increase 
in costs arising from war conditions. All that had to be 
proved—and that was a matter of accountancy—was the 
rise in costs. Moreover, as has been amply demonstrated 
by the comments in the daily press, his statement that 
‘“This deficit has been running on for some time, and 
under the terms of the agreement His Majesty’s 
Government is liable to reimburse to the controlled under- 
takings a sum approximating to £400,000 a week ’’ was 
widely misunderstood. What he meant was that the 
increase in working costs was of the order of £400,000 a 
week and that, under the agreement, the Government was 
pledged to enforce higher railway charges to make good 
that sum to the companies. 

We find it difficult to believe that the long-tried and 
highly efficient machine which the railway companies have 
built up for preserving and improving their relations with 
the public was used to the full in the presentation of the 
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change in the level of rates. The skill of this organisa- 
tion in making palatable to the travelling and trading 
public matters of this kind has been frequently demon- 
strated. When, in October, 1937, the general increase of 
5 per cent. in railway charges was enforced, the publi 
was made ready for it and acquiesced in its necessity. 
Although it was not generally known, THE RAILWAY 
GAZETTE of February 16 was able to indicate some of the 
useful work which was done in influencing public opinion 
at the time the financial agreement with the Government 
was made known. Far different then was the full exposi 
tion of the causes and effect of the agreement in relation 
to the various parties to it from the bald statement of the 
Minister on the latest occasion. At the same time it is 
appreciated that the present shortage and rationing of 
paper curtails opportunities for both editorial propaganda 
and advertising announcements. 

The importance to the railway companies of carrying 
the public with them in these matters is very great, for 
it is not as generally realised as it might well be that rates 
and charges are now largely removed from the discretion 
of the companies and have become vested in the Govern- 
ment. It is essential that the great and costly efforts which 
the companies have made with marked success over a long 
period of years to capture public goodwill should not be 
jeopardised. This is a matter which has been stressed 
before in THe RatLway GAZETTE in various connections 
but it is so vital that it will bear repetition. The chair- 
men of the railway companies recognised the dangers 
inherent in rate-raising when they addressed their annual 
meetings and were careful to point out that they had 
accepted the agreement based on that principle, but that 
they were not attracted to it. 

Why the £4,500,000 of extra costs, representing in 
creases due to blackout and other precautionary measures, 
should be held back for examination in the light of further 
experience is not clear, for in our opinion these are obvi- 
ously due to ‘‘ conditions arising from the war.’’ Nor, 
in the figures given by the Minister, is there any indica- 
tion of the amount of the loss of earnings by the London 
Passenger Transport Board, which, in the House of 
Commons on February 13, he specifically stated was to be 
made good by the adjustment of charges. The consulta 
tive committee is considering the best means of obtaining 
an increase in revenue from the board’s road services. It 
does not follow, of course, that the increase in fares fo1 
these sections will also be 10 per cent. The difficulties of 
applying a percentage increase of less than 50 per cent. 
to short distant travel are well known and were adequately 
discussed before the Railway Rates Tribunal a year ago 
when the 5 per cent. advance in charges already in force 
on the main-line railways was extended to the London 
area. The limitations of the currency prohibit additions of 
this or similar order to the lower fares and the reduction 
of fare stages is prone to result in over-riding or in slightly 
vreater physical exercise on the part of the passenger with- 
out producing the revenue sought. 

The debate in the House of Commons on Tuesday last 
did not add anything of great value. The Minister, how- 


ever, was able to point to the changes which were made 


in the last war and contrast them with those now con- 
templated. In 1919 increases were imposed varying from 
25 per cent. plus a flat addition of 3d. a ton, to 60 per 
cent. plus Is. a ton, according to the class of goods. 
Within a few months it was necessary to impose further 
increases. Passenger fares, which had been increased by 
50 per cent. in 1917 with the object of discouraging travel, 
were further increased to 75 per cent. above pre-war rates, 
and the rates for merchandise were increased to 100 per 
cent., plus flat-rate additions of from 6d. to Is. a ton. 
On the top of that about £150,000,000 had to be found 
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during the last stages of the war to implement th 
guarantee of net receipts and to meet deferred liabilitic- 
mainly as a result of failure to meet increased work: 
costs by current increases of charges. It was with th 
lessons in mind, declared the Minister, that the Gove: 
ment had decided that in this war the railways should | 
kept solvent, and that, as they were bound to carry o 
the directions of the Government, under control, irresp 
tive of the commercial advantage or otherwise of doing 
increases in working costs had to be met by such curr 
additional charges as were jitstified by the facts. It is : 
without interest to note that the strongest critics of the n 
charges were Opposition members who at the same ti: 
adopt nationalisation as their policy. Immediately bef 
the debate on railway charges the Chancellor of 
Exchequer in his Budget speech had afforded an exam, 
of a rate increase of a national undertaking. It is perha 
sufficient to quote advances of from 662 per cent. 
100 per cent. in Post Office mail charges against the co 
paratively modest rise of 10 per cent. in rail charges. 


* * * * 


San Paulo (Brazilian) Railway Co. Ltd. 


N the main line of 863 miles on the 5 ft. 3 in. gau 
the traffic receipts showed in the year 1939 

increase in currency of 458 contos. or 0:32 per cent. 
comparison with 1938. In sterling they amounted 
£1,674,922, an increase of £36,603 or 2:19 per cen 
Working expenses on the main line increased fro! 
£1,174,318 to £1,211,573 and were 72:34 per cent. of th 
gross receipts, as compared with 71-68 per cent. in 1938 
and net revenue of the main line was £651 lower, a 
£463,349. On the Bragantina section of 67 miles (metr 
vauge) there was a loss on working in 1939 of £9,222 
against £10,546 in 1938. An improvement was shown i! 
the average rate of exchange at which remittances wer 
made during 1939 as it was 2:80542d. for the milreis com 
pared with 2°75292d. during 1938. The operating ratio 
in currency for the whole system was 73-28 per cent. in 
1939 against 72:70 per cent. in 1938. 

Paying passengers, including 2,450,250 holders of season 
tickets (on a basis of 600 single journeys on each yearly 
ticket) and 67,267 holders of mileage tickets, numbered 
16,812,597 in 1939 compared with 16,014,005 in 1938, and 
the passenger receipts of £311,707 showed an improvement 
of £32,436, towards which increase first class contributed 
£13,113. First class receipts represented 43-26 per cent. of 
the total earnings from passengers in 1939 compared with 
43:59 per cent. in 1938. In general merchandise, coal, 
etc., there was an increase of 83,080 tons, but the amount 
of exported coffee fell from 745,979 tons to 618,298 tons. 
Receipts from merchandise traffic amounted to £1,259,080, 
a decrease of £3,189, but livestock receipts were £1,989 
higher. The general financial position is indicated in the 
accompanying table :— 


1938 1939 
£ € 
Gross receipts i hae ve sos 1,660,992 1,699,710 
Expenditure... —_ ses ae ... 1,316,764 1,352,275 
Net receipts i nee ies is 344,428 347,435 
Other income 0 ‘ha bea ~ 127,843 238,094 
Total net income ... ss ra ea 472,271 585,529 
Debenture interest and other payments 337,849 434,767 
Dividends ... aa wie nats dis 110,000 125,000 
Brought forward ... ‘ie ee is 62,023 86,445 
Carried forward... ia 86,445 112,207 


‘‘ Other income ’’ in 1939 includes £136,109 transfer 
from bridge renewal fund and £77,976 interest on deposit 
with Banco do Brasil under agreement of June 29, 1933 
(previously held in suspense). Among ‘‘ other payments ”’ 
are £102,067 transfer to rolling stock replacement reserve, 
£100,000 transfer to reserve, £65,636 to the associated 
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d company under agreement, and £40,000 to income 
tax and N.D.C. The dividend of 2} per cent., tax free, 
for the year 1939 on the ordinary stock compares with 
9 per cent. for 1938, 4 per cent. for 1937, 5 per cent. for 
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1936, and 2} per cent. for 1935 and 1934. As a result 
of a report made by a commission appointed by the 
Minister of Transport, the rates for passengers and goods 
were increased from October 1, 1939. 








LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


The Government and the Railways 
London, S.W.1, April 23 
To THE EpIror OF THE RAILWAY GAZETTE 
Sir,—There will be a large number of readers of THI 
Ramway GAZETTE who will agree, in part at least, with the 
r from ‘‘ Realist published in your issue of April 12. 
financial agreement between the Government and the 
lways leaves holders of L.N.E.R. second preference stocks, 
d all issues junior to them, in an unenviable position. If 
agreement were to be taken as the basis for a wider amal- 
mation or for nationalisation after the war, it would 
pear that the likelihood of anything more than a token 
ognition of their securities would be remote. Yet surely 
cannot be argued that the £66,000,000 of second prefer 
e, £42,000,000 of preferred ordinary, and £36,000,000 of 
ferred ordinary capital, have made so little contribution 
the building and maintenance of the system that the 
first-named can look with confidence to a return of no more 
in 1-2 per cent. and the two others are left without any 
promise of a return. 
Che fact that it has been found necessary for the Minister 
Transport to sanction an increase of 10 per cent. in rail 
iy charges within eight months of control being imposed, in 
rder to offset wartime advances in costs, shows that the 
ilways are not finding it easy to maintain their guaranteed 
venues, let alone achieve the substantial gains in net 
venues which some who criticised the agreement as being 
iduly generous appeared to consider inevitable. Let it be 
ted, too, that these rates increases are calculated to pro- 
ce but £18,000,000 a year, and are to come into operation 
May 1, whereas the railways put their higher costs for 
e period to the end of next March at £26,750,000. 
Ss. P. SHANNON 


To THE Epitror OF THE RAILWay GAZETTE 

Sir,—In reference to the letter from Realist ’’ in Tur 
RamLway Gazette of April 12, I would suggest that a further 
soint he could have made in stressing the lack of generosity 
f the financial agreement with the Government is_ that 
othing has been given the railways for the benefits they 
uld legitimately have expected had the Government imple 
nented its promise to give legislative effect to the Trans 

rt Advisory Council’s recommendations on the Square 
Deal campaign. The guaranteed minimum revenues of the 
railways are fixed in relation to years during which they 
were suffering acutely from road competition and from con 
ditions from which the then Minister of Transport had 
leclared there was a prima facie case for relief. 

The outbreak of war prevented Parliament considering the 
Bill which it was declared would be presented. The fact 
that the railways’ case had been considered and judged 
favourably, even though in the process of negotiation with 
pposition parties the railways’ original claims had become 
emasculated, should surely have had its weight in the finan- 
ial agreement discussions. 

Faithfully yours, 
E. M. GREENE 


An Old * Parliamentary” Ticket 


30rdyke, Burgess Hill, Sussex 
April 20 
To THE Epitor oF THE RAILWAY GAZETTE 
Sir,—I have read with interest the letters published in 
your issues of February 23 and April 12 concerning an old 


railway ticket in possession of ‘ A. B.,’’ numbered 177 and 
bearing the inscription ‘‘ Parly Train DOVER to TEWELLS, 
Third Class.’’ My recollection of old tickets leads me to think 
that the S.E.R. retained that type between stations on its 
own system into the ‘eighties. The Tunbridge Wells branch 
was opened in 1847 and the Parliamentary Trains Act came 
in force in 1844; so the ticket might have been issued in 
1851-61 or -71. From the low serial number it may well 
have been 1851. By 1881, the steamers were using the 
Admiralty Pier at Dover, and tickets would have been issued 
there by the railway. The impression on the back (repro- 
duced in your April 12 issue) shows it to have been issued 
by the local Dover Landing Pier Company (as Agents for 
the S.E.R.). 

The suggestion that the ticket was issued in a year ending 
in ‘1’ is based on the supposition that what looks like the 
numeral | in the date line is the last figure of the vear. The 
more usual practice about that time, however, was for two 
figures of the date to be used, e.g., 51 At one period, to 


prevent fraud, every booking clerk was provided with a 





An old woodcut showing Dover landing pter in 
the foreground 


separate year type to insert in the date-press when he issued 
tickets, which also printed a secret mark on the ticket, so 
that it could be discovered who issued any ticket. The clerk 
took his year type out of the press when he went off duty 
every day. He kept it in his possession till he again came on 
duty and used it. 

It may be that special arrangements were made with these 
tickets, as the impression of the Dover Landing Pier Company 
was sufficient to show that it had issued the ticket. The Dover 
landing pier is in the foreground (with figures) on the accom- 
panying illustration. This pier was practically dry from 
1} hr. before till 1} hr. after low water—when small boats 
had to be used between the steamers and pier. This enabled 
the S.E.R. to advertise that ‘‘ small boats were never used ’’ 
on its competitive Folkestone service—which was tidal. 

Yours faithfully, 
G. A. SEKON 
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PUBLICATIONS RECEIVED 


Modern Train Signalling on Bri- 
tish Railways. By John Aitken. 
Glasgow, W.4: S. B. Aitken, 16, Upland 


Road. Obtainable from station book- 
stalls. 74in. x 5in. 166 pp. _ Illus- 
trated. Price 2s. 6d. net.—In this 


handy and plainly-written little work 
the author, who has published two or 
three other manuals for the practical 
guidance of railwaymen, gives a good 
general account, from the operating 
point of view, of the principles of the 
block telegraph and other forms of 
signalling commonly met with on British 
railways at the present day. The 
various regulations are ably explained, 
and some particulars are given of the 
working of certain typical signalling 
instruments, with details relating to 
tvpes of signals, signal repeaters, track 
circuit, and other devices. Employees 
of the traffic department of all grades 
will find it a helpful companion and it 
has the advantage of being carried 
comfortably in the pocket for ready 
reference There is a rather serious 
mistake, which should be set right in 
any future edition, where’ the author 
illustrates a Southern Railway standard 
3-position block instrument and de- 


scribes it as Preece’s The Preece 
instruments, both 3-wire and 1-wire (the 
former the older), give their indications 


by means of a small semaphore arm 
and have only two _ positions. The 


author writes for the operating man, 
not the signal engineer, and we can 
commend the volume to all who wish 
to secure a general understanding of 
signalling. 


A History of the Great North of 
Scotland Railway. By Sir Malcolm 
3arclay-Harvey. London: The Loco- 
motive Publishing Co. Ltd., 3, Amen 
Corner, E.C.4. 9 in. x 5} in. }} in. 
222 pp. + 32 pp. of photogravure 
illustrations, and coloured frontispiece. 
Price 10s. net.—An impression formed 
solely on the title of this book may lead 
to the erroneous conclusion that the 
subject is of purely local interest. 
Actually, as the author says in his 
preface, the Great North “ gave a lead 
in a surprising number of ways and was, 
at least during one period of its life, 
easily the best of all the smaller British 
railways.’’ In one respect the Great 
North has claims to having been the 
direct inspiration of the two-class 
passenger facilities that apply generally 
throughout Great Britain. Sir Malcolm 
Barclay-Harvey not only says that the 
Great North had but two classes (first 
and third) from the time of the opening 
of its first section, in 1854, but traces 
to a visit of Mr. Ellis (Chairman of the 
Midland Railway) to Aberdeenshire in 
1872, the revolutionary change to this 
practice in England. 


April 26, 1940 


The story the author has to tel 
well written and full of interest 
might be expected, the nearest rail 
to Balmoral has its own special int: 
in Royal journeys and a separate cl 
ter is devoted to this subject. Inci 
tally, it is interesting to read that 
Great North did not detail any | 
motives particularly for Royal tra 
but normally selected two which 
just been repainted, and made 
that they were turned out in 
condition. The chapter on the twent 
century is particularly interestin 
showing that the Great North 
well to the fore in its handling of 1 
motors to provide feeder services to 
railway. 

For one reason or another the Gi 
North was not always on the best 
terms with its neighbours, but 
recently as 1905 a proposal to amal 
mate the Highland and the Gr 
North under the combined title of 
Highland & North of Scotland Raily 
got as far as the promotion of a Bill 
Parliament. Local objection preve1 
the scheme being adopted, but it i 
subject of interesting speculation as 
the effects such a merging would h 
had on grouping in 1921. As it is pr 
able that this volume will come t 
regarded as the standard work on 
subject, we regret the absence of 
index and the paucity of maps ; 
one map included is a general sket 
map, unfortunately inadequate to 1 
requirements of the text. 








THE SCRAP HEAP 


ONE WAY OF SAVING PAPER 


At the headquarters ,of the Southern 
Railway, the sides of old 
stencilled notices are now being used as 
notepaper for inter-office communica- 
tions. In order that there shall be no 
risk of the typewritten letters being 
overlooked, the wording of the obsolete 
notice is cancelled by a rubber stamp 
impression in plain bold lettering of the 
following 


reverse 


PLEASE TURN OVER 
THE OTHER SIDE 
IS A LETTER 


* + * 


CHANNEL SERVICE RELIC 


We are informed, states the Dover 
Express, that recently the Town Clerk 
received a request for information as to 
a vessel named the Dover, of which a 
ship’s bell, bearing the inscription, 

Dover, 1840,”’ and the Royal Arms, 
had been found in use as a factory bell 
at Kuntaur, a river port in the Gambia, 
150 miles from Bathurst. The finder, 
Captain R. E. G. Deall, was able to 
acquire it and sought details of its 
history. 

The vessel was one of the Admiralty 
fleet of vessels which carried mails and 
passengers between Dover and_ the 
Continent from 1837 to 1854, when 
the work was put out to contract with 
the late Mr. J. G. Churchward, who 


provided his own vessels and established 
the Packet Yard. He ran this contract 
until the old London, Chatham & Dover 
Railway took over the work in 1865. 
H.M. Packet Dover was the vessel on 
which two couriers travelled to the 


Continent on November 24, _ 184) 
carrying official news of the birth of t 
Princess Royal, Queen Victoria’s fi 
child, who married Frederick, Cro 
Prince of Prussia Presumably, H.\| 
Packet Dover was sold when tl! 
Admiralty service was discontinued, a1 
it was later taken to the West Coast 


Africa 





This bell has been at High Barnet station since the opening of the branch from Finchley Central. 


68 years ago, and has been runz one minute before the d>parture of every train. 


It is now to 


be presented to the Barnet Museum 
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OVERSEAS RAILWAY 
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AFFAIRS 


(From our special correspondents) 


CANADA 


Financial Results in 1939 


he Dominion Bureau of Statistics 
orts that gross earnings of Canadian 
wavs for 1939 amounted to 
33,325,824, against $333,094,288 for 
38. With an increase in operating 
enses of only $8,542,689, the opera- 
income increased by $21,636,865, 
m $25,012,390 to $46,649,255. Freight 
fic increased by 16-7 per cent., and 
stantial increases were recorded 
ry month from May to September 
| for November and December. 
senger traffic declined by 1-7 per 
t., and decreases were recorded in 
ht of the twelve months. The 
nthly average number of employees 
reased from 119,228 to 121,007, or 
1-5 per cent., and the payroll by 
), 132,391 or 2-8 per cent. 
Gross revenues of Canadian lines of 
Canadian National Railways for 
39 rose to $173,059,119, as compared 
th $156,585,254 in 1938, an improve- 
nt of 10-5 per cent. Operating 
penses increased by $5,461,839, or 
6 per cent., and the operating income 
$154,580, or from $10,899,908 to 
1,054,488. Freight traffic increased 
17-9 per cent. and passenger traffic 
creased by 2-2 per cent. All four 
es in the U.S.A. showed larger gross 
venues and improved operating in- 
mes, although deficits were shown, by 
Duluth, Winnipeg & Pacific and the 
w England lines. The gross revenues 
the whole system increased to 
203,820,186 from $182,241,722 in 1938, 
d the operating income showed a sur- 
us of $12,438,388 instead of the deficit 
$2,133,039, an improvement of 
14,571,427 over the previous year’s 
ure. 
Che Canadian Pacific Railway Com- 
ny earned $152,148,993 in 1939, 
uinst $143,198,532 in 1938, an increase 
$8,950,461 or 6-3 per cent. Operating 
‘penses were increased by $1,330,441 
id the operating income improved 
1m $20,752,466 to $28,523,819, or by 
7,771,353. Freight traffic was 15-7 per 
nt. heavier than in 1938, but passenger 
affic was 1-3 per cent. lighter. 


New C.N.R. Locomotives 


To meet the demands of increased 


raffic resulting from war preparations, 


1e Canadian National Railways have 
, order two batches of ‘‘ Northern ”’ 
r 4-8-4 type locomotives. One consists 
f 15 engines under construction by the 
lontreal Locomotive Works Limited, 
nd the other of 10, entrusted to the 
anadian Locomotive Company, King- 
identical 


ton. The two batches are 
xcept that the Montreal engines are 
tted with boosters; they are being 


uilt to the design of Mr. John Roberts, 
hief of Motive Power & Car Equipment, 
.N.R. The first of the booster engines 
as delivered on March 23, and was 
spected at Bonaventure station by 


Mr. S. J. Hungerford, Chairman and 
President; Mr. N. B. Walton, Vice- 
President of Operation; and Mr. 


Roberts. 

The tractive effort exerted by these 
engines is 67,000 lb. with booster and 
57,000 lb. without, and they are de- 
signed to haul loads of 100 and more 
freight cars at low speeds or 50 to 75 
cars at 55 m.p.h., the horsepower being 
about 4,000. Coupled wheels are 
6 ft. 1 in., boiler pressure 250 lb. per 
sq. in., and the weights in working order 
are: engine 201 tons; tender, loaded 
with 11,600 gal. water and 20 tons of 
coal, 142 tons, combined total 343 tons. 
The overall length is 94 ft. Roller 
bearings are fitted to all but the coupled 
axles. Delivery from the Montreal works 
is expected to be at the rate of two 
engines a week. 


UNITED STATES 


Mileage Abandoned 

The route mileage of unprofitable 
branch lines abandoned in 1939 was 
1,783, bringing the total mileage aban- 
doned since 1917 to 23,892 miles. 
During these 23 years only 10,530 miles 
of line have been constructed, so that 
the net amounts to 13,362 
miles. 


decrease 


Air-conditioned Stock 
The following table shows the numbers 
of air-conditioned vehicles owned by 
the Class I railways and the Pullman 


Company on January 1, and _ the 
number added during the year then 
ended :— 
January | Increase 
1939 1940 

Class I lines 6,022 6,596 574 
Pullman Co. ... 4,955 5,119 164 

Total 10,977 11,715 738 


Reduced Fares on the P.RR. 

As from March 25 the Pennsylvania 
Railroad is introducing a new schedule 
of passenger fares. The basic fare is 
2c. (roughly 1d.) a mile, and on single 
journeys there will be a reduction of 
20 per cent., and on return journeys up 
to 100 miles one of 10 per cent. as 
compared with fares hitherto in force. 
Return fares for over 100 miles will be 
on a more favourable sliding scale also. 


Convertible Day Coach—Sleeping 
Cars 

The Pullman Company is_ building 
two experimental convertible day-coach 

sleeping cars. They will accommodate 
45 passengers both by day and by night, 
the berths in the latter instance being 
arranged in three instead of the usual 
two tiers; the maximum sleeping 
capacity in Pullman vehicles has until 
now been 36. With the new capacity it 
is considered that these cars can be 
worked profitably at coach fares plus a 
nominal charge for a berth. If success- 
ful, this new line of policy is likely to 
prove an important asset in the com- 
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petition with road coaches, buses and 
private motorcars. 


Petition to Abandon an Entire 
Group of Suburban Lines 

The New York, New Haven & Hart- 
ford and Old Colony Railroads are 
petitioning the Interstate Commerce 
Commission for authority to abandon a 
96-mile group of suburban steam lines 
to the south-east of Boston. Many of 
these lines are double or multiple track, 
and, prior to the ravages of road motor 
competition, carried some of the heaviest 
traffic in the States. In 1939 passenger 
traffic on these lines was but 44 per cent. 
of its volume in 1923. The annual loss 
sustained by maintaining the passenger 
services is over $670,000, excluding the 
$600,000 which the Old Colony lines 
have to pay for using Boston South 
station. It may be mentioned that the 
New Haven road’s trustees operate the 
Old Colony property under court direc- 
tion. The Western and Cape Cod lines of 


the Old Colony Railroad are not 
affected. If the petition is granted this 


will be the first complete abandonment 
of an entire group of steam-worked 
suburban lines. 


NEW SOUTH WALES 


Result of Working Government 
Railways 

The returns for the first six months 
of the financial year (July-December, 
1939) have been very satisfactory. 
Earnings amounted to 10,520,698, 
compared with £9,653,327 in the corre- 
sponding six months of the previous 
year. The increase of £867,371 was 
made up of coaching £173,009, goods 
£692,989, and miscellaneous revenue 
£9,559, but there was a drop of £8,186 
in earnings from the refreshment room 
services. The working expenses in the 
same period showed a _ decrease of 
£107,866, the aggregate totals for the 
respective years being £7,042,549 in 
1939 as compared with £7,150,415 in 
1938. The improvement by 
bulking increased earnings and decreased 
working expenses was, therefore, 
£975,237. 

The principal increase on the passen- 
ger side was in respect of second class 
travel, the earnings from which increased 
by £196,628. First class traffic dropped 
by £6,554, and parcels, mails, etc., by 
£17,065. On the goods side there were 
increases in tonnage of general merchan- 
dise traffic 33,203 tons, wool 37,337 tons, 
coal and coke 969,912 tons, other 
minerals 90,921 tons, and_ livestock 
66,046 tons. Commodities which showed 
a decrease were hay, straw, and chaff 
24,327 tons, and grain, flour, etc., 
66,783 tons. 

After making allowances for Statu- 
tory charges in respect of interest, 
exchange, sinking fund, etc., the net 
result for the six months was a surplus 
of £423,149. 

Abolition of First Class on 
Suburban Trains 

From January 1, 1940, first class 

travel within the Sydney suburban area 


gross 
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was abolished. During the past ten 
years patronage of first class accommoda- 
tion had steadily declined. During the 
six months from July to December 
last, first class tickets issued at sub- 
urban stations for travel within the 
suburban area numbered 351,726, a 
213,182 compared with the 
same period in the previous year. Second 
class tickets issued in the same period 
numbered no fewer than, 25,338,131. 

The difficulties confronting railway 
administrations in attempting to set 
apart first class accommodation on peak 
hour trains has referred to in 
PHE Raitway GAZETTE and—so far as 
New South Wales is concerned—al- 
though some loss of revenue will result, 
the change has been approved more or 
less universally. 


drop of 


been 


Opening of the Sutherland- 
Cronulla Line 


References were made to the con 
struction of this railway in issues of 
THe Ratway Gazette during 1938, 
and of September 29, 1939. The official 
opening took place on December 16, 
when the State Governor, Lord Wake- 
hurst, officiated. The following are some 
remarks made in the course of the 
speech by the Commissioner for Rail 
ways at the opening ceremony 
HISTORY OF THE NEW RAILWAYS 
It is interesting to trace the various 
steps over the past 40 vears which have led 
to the opening of this modern electric rail- 
way The agitation for a tramway 
between Sutherland and Cronulla began as 
early as 1900 In 1908 the Parliamentary 
Public Works 


considered the proposal and reported in its 


Standing Committee on 


favour In the same year an Act was 
passed and the steam tramway authorised 
was eventually opened in 1911 In 1923 
the proposal to build an electric tramway 
to replace the steam tramway became a 
matter of considerable interest and the 


suggestion that it was preferable to build 
an electric railway was readily received and 
the tramway remained in service for pas 


senger business until August, 1931, and for 
goods business until February, 1932, in 
which month it was closed, and Cronulla in 


the intervening years has been served by 
road motor vehicles 

‘So firmly convinced were the people of 
the district served that they should have 
an electric railway, that they never rested 
until Act No. 39 of 1936 was placed on 
the Statute Book authorising the construc 
tion of this railway In recent years loan 
funds have been hard to get and those areas 
which have benefited to any material extent 
by capital expenditure have been indeed 
fortunate 


VWODERN EQUIPMENT 

This railway will have the latest in 
modern equipment, and it will be free from 
smoke and the danger of starting bush 
fires. Modern automatic signalling equip- 
ment has been installed throughout The 
up-to-date electric interlocking machine 
located at Sutherland, which operates 16 
pairs of points and 55 signals, was designed 
by officers of the railways and manufac 
tured in the railway signalling workshops 
[he levers in this interlocking machine are 
of miniature type, so compact that, to- 
gether with the telephone control panel, 
the whole occupies only a small space on a 
table A signalman seated at the table 
can control all signalling and telephone 
operations quickly and easily; he has in 
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front of him an illuminated track diagram 
showing the. positions of all trains as well 
as the setting of the points and signals. 

BRIDGES, STATIONS, & TRAIN 

SERVICE 

‘“ The steel span bridge which carries the 
line over Prince’s Highway shortly after it 
leaves Sutherland station has 120 tons of 
steel in its superstructure, and the plate 
girders, which have a depth of nearly 12 ft. 
at the centre, are the deepest of this type 
yet constructed in the State for railway 
purposes Throughout the new line, level 
crossings have been avoided by the con- 
struction of over- or under-bridges Al- 
though the line is only about 6} miles in 
length, it will be served by no fewer than 
six stations Kirrawee, Gymea, Miranda, 
Caringbah, Wooloware, and Cronulla. The 
station buildings on the line have been 
constructed in the modern style fone of 
them was illustrated in our issue of Sep- 
tember 29 last—Ep., FP.G.), each one of 
different design. The platform at Cronulla 
is capable of dealing with two eight-car 
trains at a time, its length being 1,276 ft., 
the second longest platform in the State. 
Altogether, there is stabling accommoda- 
tion for seven trains at Cronulla at any 
one time. It is intended throughout the 
day to introduce a half-hourly service on 
this line, and a more frequent service will 
be provided if the traffic warrants it 

‘ This new line with its frequent service 
of trains from and to the centre of Sydney 
will induce many city residents to migrate 
to this beautiful residential area, and it 
should entice many others to enjoy the 
delights of surfing at the only beach near 
Sydney that is served by railway.’ 


WESTERN AUSTRALIA 


Financial Results for Half Year 
Ended December 31, 1939 

The report of the Commissioner of 
Railways for the quarter ended Decem- 
ber 31, 1939, following 
results of the six-monthly period of the 
current financial year then ended, as 
compared with the corresponding periods 
of 1937 and 1938 


discloses the 


Six months ended 
December 31 


1937 1938 1939 
Earnings .. ... 1,725,000 | 1,756,600 | 1,766,300 
Working Expense 1,344,852 1,511,896 | 1,479,075 
Net Revenue 380,148 244,704 287,225 
Interest 507,950 501,000 511,900 
Loss 127,802 256,296 224,675 


Che result was £31,621 better than 
in the previous corresponding period, 
due to savings in expenditure, wherever 
possible, by the exercise of rigid 
economy. In effecting economies, every 
effort is being made to avoid retrench- 
ment of staff, but where employees are 
retired on account of age or for other 
reasons and it is possible through the 
decline in business to spread the work, 
this is done and fresh appointments 
thereby obviated. 

The dearth of shipping during the 
quarter had a telling effect on the 
earnings. In wheat haulage alone there 
was a diminution of 40,000 tons in 
December last compared with Decem- 
ber, 1938. 

rhe decline in traffic has necessitated 
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careful overhaul and analysis of train 


schedules, and wherever possible tr:‘ys 
have been eliminated to meet the 2 
tion, although an adequate servic« 5 
been retained to cope with all bus S 


on both the passenger and goods s 
Asa result of this overhaul, train mi 
for the past quarter was 107,535 1 S 
less than for the same period of 1933 


New Industrial Award for 
Enginemen’s Union 


A new industrial agreement betw: on 
the Railway Department and 
Locomotive Engine Drivers’, Fire: S 


& Cleaners’ Union was completed during 
December, and was presented to 

Arbitration Court and issued as 1 
award operating from January 4, 1940 


The principal variation compared with 
the old award was an increase of 3s. a 
week to drivers-in-charge, and also to 
first class drivers with over five y 

service in that grade. In a few otlier 


instances amendments in the condit S 
asked for by the department and the 
union were agreed to, and these e 
embodied in the award. The financial 
effect of this new award will not be 
great. 


New Lorry Weighbridge at Perth 

After the collapse through overloading 
of a cart or lorry weighbridge in the 
Perth goods yard recently, it became 
necessary to instal a new bridge, and 
to meet the modern requirement 
of larger loads, a new machine has n 
been installed at an approximate cost 
of £800. The new machine is the larg 
in the State and is capable of weighing 
up to 21 tons, and of accommodating 
the largest motor vehicles now in use 
It is self-contained, and dispenses with 
loose weights. Except the structural 
steel, the whole machine was designed 
and built in Western Australia by the 
Worthington Scale Company. 


t 


ITALY 
Wireless Communication with 
Trains 

The State Railways administration, is 
completing experiments in connection 
with the establishment of wireless con 
nections between running trains and 
stations. The wireless equipment is 
fitted in a luggage van, and includes 
a receiving and a transmitting set 
They have a radius of 100 km. and are 
adjustable to three wavelengths between 
25 m. and 978 m. There is also a com 
partment equipped with two telegraph 
instruments and several telephones, by 
means of which, when the van is 
stationary and connected with the 
ordinary telegraphic and telephone lines, 
it can be used as a station telegraph and 
telephone office. 

These facilities will shortly be placed 
at the disposal of the travelling public 
enabling passengers to converse from 
trains with business houses or friends. 
The scheme also enables official orders 
to be given to running trains, trans- 
mitted by the wireless stations which 
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ll be provided at the principal railway 
tions of the State Railway system. 


DENMARK 


Ice and Mine Trouble for the 
Ferries 


In continuation of the information 
ncerning the interruption to the 
irious train ferries by ice, published in 
HE RAILWAY GAZETTE of March 22, it 
ay be noted that on March 17 the 
vntog services were reintroduced ac- 
rding to the timetable of January 15, 
ter having been stopped completely 
nce January 20. On the next day 
vere snowstorms and several floating 
ines caused the suspension, of the Great 
felt ferry traffic during the dark, and 
ie evening Lyntog in both directions 
as suspended. On March 19 the four 
iesel ferries were held up by ice. The 
hree westbound ferries were released by 
e-breakers during the course of the 
ay, but the eastbound ferry was not 
eleased until the following day. The 
Great Belt traffic was carried on with 
me delay on March 20, but on March 
21 was again entirely suspended due to 
There was still a large amount of 
heavy ice in the Baltic and the southern 
Danish waters, and further disorganisa- 
tion of services was expected. 

The next day (March 22) traffic was 
iearly normal, but since March 23 all 
traffic across the Belt has been sus- 
pended during the hours of darkness 
because of various mines found em- 
bedded in ice-floes and the impossibility 
f carrying out an effective patrol 
ervice under these conditions, especially 
as the work has been hampered by 
engthy periods of fog during the 
intervals of thaw. On March 28 it was 
officially announced that until further 
notice all traffic across the Great Belt 
vould be suspended every night between 
the hours of 10.30 p.m. and 5.30 a.m., 
ind that the crossing would even be 
closed at 7 p.m. if weather conditions 
were such that an effective search for 
floating mines in the vicinity of the 
crossing had not been possible imme- 
liately before nightfall. Many of the 
connecting trains have had to be with- 
drawn, the exception being the evening 
Lyntog towards Copenhagen, which is 
being run as far as Nyborg even if the 
crossing is closed at 7 p.m. ; the evening 
Lyntog in the other direction is cancelled 
n this case. 


Return Easter Traffic Seriously 
Delayed 

In order to relieve the Great Belt 
crossing, several extra trips after night- 
fall were schedulad to take place 
between Kalundbofg and Aarhus _ in 
order to assist returning Easter travel- 
lers. On March 25 these extra trips had 
to be given up because of floating mines 
’bserved on the route. 

In consequence, the heavy return 
traffic towards Copenhagen just after 
Easter was most seriously impeded and 
lelaved, but the arrears of passenger 
traffic had been caught up by March 28. 
This was not the case with the goods 
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traffic, which had again begun to 
accumulate because of the partial closing 
of the Great Belt, and it has once again 
been, necessary to suspend -temporarily 
the acceptance of ordinary slow goods 
for transfer across the Belt. The 
Easter traffic from Copenhagen has 
been about 20 per cent. lower than last 
year. 

The remaining ferry services were 
working more or less regularly during 
the last week in March, although the 
Gedser—Warnemiinde service had to be 
suspended one day because of fog, but 
there were considerable delays between 
Helsingor and Hialsingborg on March 28. 
These crossings are still worked to a 
temporary timetable with less than the 
normal number of journeys, and on all 
the ferry services except that between 
Kalundborg and Aarhus only a very 
limited number of motorcars can be 
transferred. 

Work on the doubling of the Brorup 
Bramminge section of the Fredericia 
Esbjerg main line has been, discontinued 
because the necessary rails have’ not 
been forthcoming. This letter was 
written before the German invasion of 
Denmark. Later messages report that 
one of the Nyborg—Korsor ferries 
struck a mine in the Great Belt. 
Ep., R.G.] 


SWITZERLAND 


New Holiday Season Tickets 

As a contribution towards the general 
effort to stimulate tourist traffic in 
Switzerland despite the lack of foreign 
visitors, the railways have decided to 
introduce a new type of season ticket, 
which will be on sale from May 1 to 
October 31 The ticket, costing fr. 9, 
will entitle the holder to travel at half- 
fare to a holiday resort and back, subject 
to a minimum stay of five days, and to 
five tickets at half-fare for excursions 
from the resort or from intermediate 
points en route. The normal validity is 
10 days, but three seven-day extensions 
can be obtained on payment of fr. 3. 
every time, every extension providing 
for three additional excursions at half- 
fare. A further facility is that children 
accompanying the ticket holder are 
carried free under 6 years (instead of 4), 
and at half-fare from 6 to 16 (instead 
of 4 to 12). 

Easter Traffic 

Receipts during the Easter holidays 
were higher than last year, as far as 
internal traffic was concerned, on 
account of the remarkably warm and 
fine weather and excellent snow condi- 
tions for ski-ing ; there was no traffic 
from abroad. The six largest stations 
ran 395 special trains and 546 empties, 
or a total of 268 more than the previous 
Easter. The total receipts on the 
Federal Railways amounted to about 
fr. 3,563,000 for internal Swiss traffic. 
The Lake of Lucerne district and Canton 
Tessin (Lugano and Locarno) were 
specially favoured, and there was heavy 
traffic on the Gotthard route. Many of 
the private concerns also _ reported 
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increased numbers of visitors, the Rigi 
Railway, for instance, carrying nearly 
2,000 passengers from Thursday to Mon- 
day, against some 1,600 last year, and 
the steamers on the Lake of Lucerne 
37,158 as against 28,489. 


NEW ZEALAND 


Improvements at New Plymouth 


At New Plymouth, the principal 
West Coast port of the North Island, 
comprehensive improvement works are 
in hand. Works already completed 
include siding extensions on the sea- 
ward side of the passenger yard and 
their connection with the main line, 
thus providing two long sidings to 
enable goods trains from the breakwater 
to be despatched direct from these 
sidings; also the provision of an 
additional scissors crossing enabling 
locomotives to have direct access to the 
locomotive depot, thereby increasing 
the standing room in the yard for cars 
and wagons. 

Work is in hand upon the recondition 
ing of the service backshunt alongside 
the sea-wall at the Wellington end of the 
station, to enable it to be used for the 
storage of wagons as well as for shunting 
purposes. A new goods shed, 315 ft. by 
35 ft. is also being built. Equipment 
for the goods shed and yards will include 
mobile and stationary cranes and other 
mechanical aids, a new 25-ton weigh- 
bridge, the most modern lighting and 
signalling, and all other necessary facili- 
ties. Early developments at the break- 
water include the provision of mar- 
shalling sidings, the building of five 
new loop sidings near the main line, 
the provision of a backshunt with 
weighbridge-loop and the acquisition of 
additional land. 


SPAIN 

The Railways in the Civil War 

In an address delivered in Madrid 
on April 5 to the National Falangist 
Council, Sr. Eugenio Calderon referred 
to the disastrous effect of the civil 
war on the Spanish railways. Financi- 
ally, the companies had reached a 
desperately critical stage in 1936, 
owing to the disorganised state of in- 
dustry generally, and to the onerous 
social legislation. During the civil 
war the railways in the Republican 
zone suffered severely, not only from 
military operations but from neglect 
and misuse, and much damage was 
done to bridges and other fixed plant 
in the retreat. As regards the rolling 
stock, Sr. Calderon quoted official 
figures. Of 2,917 locomotives existing 
in 1936, only 1,158 remained at the 
end of the war; of 74,260 wagons only 
50,130 remained ; and of 3,896 carriages, 
there were only 1,503. For the great 
work of reconstruction, general co- 
ordination of all forms of transport, 
under a central control, is intended. 
Meanwhile the shortage of rolling stcck 
must be quickly made up if industrial 
progress is not to be_ irremediably 
hindered. 
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THE OUTDOOR MACHINERY DEPARTMENT—V* 


Notes on the constitution, duties, and relationships with other departments 
of the Outdoor Machinery Department of a British main-line railway 


By J. DALZIEL, formerly Assistant Electrical Engineer, L.M.S.R. 


So plant passes over to the charge of 
the maintenance section of the O.D.M. Depart- 

ment. With maintenance, headquarters staff is 
only concerned as regards the chief officers of the 
department. In evolving new schemes, however, the head- 
quarters engineers should make contact with and obtain 
any requisite local information, and, if necessary, esti- 
mates concerning work on site, from the local officer; the 
latter should also always be informed and consulted as to 
proposals arising in his area. 

There are various ways in which O.D.M. maintenance 
work and its supervision may be organised. In the early 
days, especially before locomotive running and the officers 
and staff connected therewith were attached to the Traffic 
Operating Department, it was one of the responsibilities 
of the District Locomotive Superintendent. Under him at 
the larger stations there was a foreman, usually rated as 
hydraulic foreman; generally there was no suggestion of 
associating O.D.M. with locomotive work, and on some 
railways even in the earlier days the O.D.M. Department 
was kept independent of locomotive work to an even 
greater extent than just indicated. The headquarters mill- 
wrights’ foreman or his assistants also spent a great part of 
their time in supervision of maintenance outside, and most 
of the heavier repair work was done by men from head- 
quarters millwrights’ shop; in this way staff at outside 
stations was kept down in numbers to just sufficient for 
everyday routine maintenance. This worked fairly well, the 
Locomotive Superintendents having sufficient knowledge of 
the O.D.M. work to enable them to direct it and the staff 
concerned with it; at the same time their primary duties 
and the gauge by which their efficiency was measured were 
those of their locomotive work. 


Combination of Electrical with Mechanical 
Maintenance 

When supervision of electrical work, of which few 
Locomotive Superintendents had any knowledge, was 
added to their responsibilities, the situation became more 
difficult, as obviously they were put in the position of 
having to act on what they were told by subordinates 
without being able to check its accuracy. With the transfer 
of their primary allegiance and source of promotion to 
another department it was natural that their responsi- 
bilities towards the C.M.E. Department should take a 
secondary place; this, with a difficulty in obtaining effici- 
ency, except in the case of a few exceptional men, was 
actually experienced. Obviously it is just as important to 
the Traffic Operating Department that their traffic loading 
and handling machinery should be in order as that their 
train handling plant should be so. There is the further 
consideration that whereas locomotives which break down 
can be replaced by others speedily, in most instances a 
broken-down crane, capstan, or lift, must be itself brought 
back into service before normal working can be resumed. 

If full efficiency in maintenance of outdoor machinery 
is to be achieved the only way is, in the writer’s view, to 
put it in the charge of local officers responsible solely to 


* Previous articles appeared in our issues of March 1, 15, 29, 
and April 12 


O.D.M. headquarters, and to avoid investing officers y 
multiple and mutually distracting responsibiliti 
Especially if responsibility for the maintenance of elect 
parts of machines be combined with that for mechani 
it should be easy so to delimit areas as to provide am 
work for the full-time occupation of an O.D.M. engin 
and his staff. 

Such an engineer should have electrical training, oth 
wise he will be in the position of having to accept 
subordinates’ views, and perhaps to forward them to he: 
quarters, without being able to check them. It is n 
however, necessary for him to have so wide or so flexi! 
a knowledge of electrical work as is essential to the fu 
efficiency of his headquarters colleagues. As the num! 
of machines with which he has to deal is limited, if 
has sound engineering instincts he will probab 
acquire a knowledge of them and_ their cha 
acteristics individually, sufficient to ensure to them 
adequate and efficient attention. From that point as h 
works out the reasons underlying their behaviour 
particular circumstances he may go on to attain to quite 
sound electric intuition and knowledge. 


Subordinate Staff 


As regards subordinate staff the writer has no experienc: 
of any attempted combination of locomotive with O.D.M 
and electric duties, nor can he conceive of any such com 
bination being proposed by anyone qualified by knowledg: 
to do so. The several classes of work are radically different 
require a different outlook on the part of the men concerned 
and have to be done under different conditions. It is 
impossible to fit them into a roster to which there is any 
hope of adherence, as special circumstances must con 
stantly arise with one or other classes of work, enforcing 
the neglect of the others for the time being. The pre- 
dominant work, and that with which such a man must 
feel his own interests are mainly bound up, will in most 
cases be the locomotive, and where it makes a demand 
out of course the other classes must suffer. 


Combined Maintenance Unsatisfactory 

An equally unsatisfactory situation is that in which 
plant is maintained mechanically by one department and / 
or set of men and electrically by another. No more in 
maintenance than in new work can an electrically operated 
machine be regarded as made up of separate and indepen- 
dent electrical and mechanical entities. On the contrary, 
the condition of each seriously affects the other, and 
neither can be maintained efficiently except in respect of 
the part it plays in the operation of the machine as a 
whole. To take simple examples, a lift gate may be in 
a state of maintenance justly regarded from the mechanical 
point of view as entirely satisfactory, but such as to make 
the electric locks which, actuated by its operation, safe- 
guard it and the lift, quite unreliable; a slipping clutch may 
be so adjusted mechanically as to put it out of action for 
its purposes electrically. For any proper attempt at adjust- 
ment electrical and mechanical co-operation is essential. 
In the same way electrical adjustments must have regard 
to their effect on mechanical operation. ; 

Numerous other examples could be cited and will occur 
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any informed reader in respect of nearly every class of 
ectrically operated machine, and in fact, where two- 
partment responsibility is in force, results can be 
tisfactory only with the establishment of mutual accom- 
odation and understanding, without which even safety 
ay be affected. In any case it is illogical for respon- 
bility for one machine to be divided between two inde- 
ndent departments and puts serious obstruction in the 
ay of fixing any responsibility at all. It is far preferable 
iat electrically driven machinery should be the respon- 
bility of one department and one set of men. This is of 
ore importance than the question of what department 
nd men should have this responsibility. 

Where the O.D.M. and Electrical Departments are one, 
» question becomes one of personnel. If, as should be, 
oth mechanical and electrical maintenance work is to be 
lone by the same staff, as some electrical knowledge would 
ppear essential and all electrical men must have some 
nechanical knowledge, it would appear that such men 
hould be used. The best of them undoubtedly would 
ficiently carry out both classes of work, but despite a 
nodicum of mechanical experience, high-class mechanical 
naintenance could not well be entrusted to second rate 
lectrical men, particularly those whose experience has 


THE RAILWAY 


GAZETTE 603 


been mainly in work of the wiring type. On the other 
hand, it should be possible for good class mechanical men 
to acquire sufficient knowledge of the routine electric 
requirements of the limited number of individual machines 
in their districts to enable them to combine electric with 
their mechanical maintenance duties. Only the best of 
them will be able to rise to the occasion and know what 
to do under emergency conditions; to a great extent it is 
for their probable behaviour in such conditions and not 
for the efficiency of their day-to-day work that such men, 
whether electrically or mechanically trained, should be 
selected. Important electrical maintenance certainly 
should not be entrusted to any man without some assur- 
ance of at least general knowledge on his part of what is 
placed in his power. A machine may, for example, be 
found to work better with some of its safety interlocks 
out of action, or a breakdown may be remediable by 
putting them out of action, and so they may be left 
with serious and perhaps dangerous results when the con- 
ditions arise to guard against which the interlocks had 
been provided. There are other directions in which good 
intentions may have bad consequences; it is largely a 
question of acquiring instincts. 
(To be continued) 








Federated Malay 


TT’ HE main line of the Federated Malay States Railways 

runs from Singapore in the south to the Siamese 
frontier, 580 miles from Singapore. From Gemas (a junc- 
tion 137 miles from Singapore) the East Coast line pro- 
ceeds northwards for 328 miles to the port of Tumpat in 
Kelantan. There is also a line of 11? miles from Pasir Mas 
Kelantan) to the Golok River at the Siamese boundary. 
Branches connect the west coast ports with the main line. 
[he route mileage is 1,068 on the metre gauge, and 
17 miles 35 chains are double track. The administration 
ilso operates steam ferry services, provides road transport 
services, and manages wharves. In Malayan currency 
$1 2s. 4d. Rubber and tin are the principal products 
of the territories served by the railways, and in the year 
1938, on which we have received the report by Mr. L. M. 
Smart, C.B.E., the General Manager, the severe reduction 
of the quotas on these products led inevitably to a restric- 
tion of trade generally. The previous year was the best 
for seven years and provided record tonnages of these 
staple commodities. In the circumstances, the decrease of 
$1,905,315, or 123 per cent., in railway gross revenue in 
1938, the report says, is not unsatisfactory, although rail- 
way expenditure had increased by $683,113, or 6-2 per 
cent. The gross revenue from the combined services, that 
is, railways, wharves, and _ ferries, amounted to 
$14,685,567, against $16,812,650 in 1937, and expenditure 
on all services was $11,871,441, compared with 
$11,598,842. Expenditure includes pensions, road ser- 
vices, and upkeep of rentable property. Appropriating 
$2,086,216 to renewals fund, a surplus remains of 
$116,481, from which $11,875 is due to the Johore Govern- 
ment as the proportion of the revenue earned on the 
Johore State Railway, which is worked by the administra- 
tion. The balance of $104,606 is carried to renewals fund. 
The net operating ratio for the year (i.e., excluding contri- 
bution to renewal and special service works) was 81 per 
ent., compared with 69 per cent. in 1937. 

Passengers increased in number from 9,476,678 to 
9,922,688, but as this increase was due entirely to journeys 
it reduced fares, the effect was a reduction of $411,170 
or 85 per cent. in receipts. Goods tonnage was 1,849,703, 
or 384,120 tons less ‘than in the previous year, a fall of 
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13-33 per cent., and this was accompanied by a decrease 
of $1,319,638, or 15-97 per cent., in the receipts. The most 
important traffics were rice, petroleum products, and 
rubber, and all these commodities decreased in tonnage. 
Coal and coke also decreased, but other minerals showed 
a good increase. The value of imports into Malaya during 
1938 was 20 per cent. less than in 1937, so the reduction 
in tonnage was to be expected. The reduced spending 
power of the population lessened demand for non-essential 
foodstuffs, clothing, and so forth. 

The deficit on road motor services increased to $4,575, 
from $2,211 in 1937. Net revenue from wharves declined 
to $378,937, from $557,404 in 1937, and in the same 
way there was a reduction in the net revenue from ferry 
services to $36,804, from $71,018. Revenue-earning train 
mileage was 4,280,982, compared with 4,248,623 in 1937. 
Railway working expenses were higher by $683,113 (6-22 
per cent.). Maintenance of way and works ($2,139,767) 
showed an increase of $163,967, or 8-3 per cent., due to 
the execution of certain arrears held over from previous 
years. Important improvements were effected in station 
and other buildings at Kuala Lumpur. The amount 
charged to maintenance of rolling stock, $2,240,981, was 
$252,308 higher, or 12:7 per cent., the result of higher 
wages and improvements to passenger vehicles (air-con- 
ditioning, etc.) and conversion of other types of rolling 
stock. Transportation (locomotive running and traffic) 
expenses were $4,635,157, that is $116,833, or 2°6 per 
cent. higher. The operating ratio on the railway service 
was 87:4 per cent., whereas it had been as low as 72 per 
cent. in the previous year. 

In the accompanying table are shown the financial 
results of the combined undertaking :— 


1937 1938 

$ bs 
Passenger receipts 4,822,959 4,411,789 
Goods receipts 8,263,019 6,943,381 
Total railway receipts ie 15,262,388 13,357,073 
Railway working expenditure 10,985,823 11,668,936 
Surplus... ane = fe, 4,276,565 1,688,137 
Railway renewals fund 1,990,301 1,987,397 
Railway net revenue ... 2,286,264 Dr. 299,260 
Wharves and ferries (net) 628,422 415,742 
Total net revenue 2,914,686 116,482 
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LOCOMOTIVE OPERATION 


Details of locomotives built for one-man operation 
on the Langenthal-Huttwil Railway of Switzerland 


(See illustrations on opposite page) 


HE Langenthal-Huttwil Rail- 
way, situated in central 
Switzerland, operates also 

the Huttwil—Wolhusen line and 
forms a cross country link 
between Berne—Olten (Basle) 
and the direct Berne—Lucerne 


lines, of the Swiss Federal Rail- 
It has gradients up tol, 
On this | { 


ways. 
in 44 for 4 miles on end. 
section of railway most of the 
services are worked by steam 
tank locomotives fitted with 
semi-automatic stokers and cap- 
able of being driven from either 
end by one man. In 1930 the 
Swiss Locomotive and Machine 
Works at Winterthur constructed for this line two small 
(0-4-0 type locomotives with enclosed boilers, outside cylin- 
ders 133 in. diameter by 17? in. stroke, and wheels 
3 ft. 44 in. diameter. The boiler carried a working pressure 
of 170 lb. per sq. in. and with the superheater provided a 
total heating surface of 397 sq. ft.; the grate area was 8-2 
sq. ft. In working order the locomotive weighed 26 tons 
and exerted a maximum tractive effort of 9,945 Ib.; the 
maximum running speed was 34 m.p.h. The lgcomotives 
were required to haul a train of 60 tons weight at a speed 
of 12} m.p.h. on a gradient of 1 in 36, and their normal 
indicated h.p. output at a speed of 22 m.p.h. was about 
250 h.p. In actual service, however, this output was often 
considerably exceeded. 

Later, in 1936, a larger and more powerful locomotive 
of a similar general type but having six coupled wheels 
was placed in service. This has cylinders 15} in. diameter 
by 212 in. stroke, and wheels of the same size as before, 
namely, 3 ft. 44 in. diameter. The boiler is of larger 
proportions and carries a working pressure of 185 lb. per 
sq. in. The heating surface of the firebox and tubes is 
738 sq. ft. and of the superheater 222 sq. ft., and the grate 
area is 17-2 sq. ft. The locomotive exerts a maximum 
tractive effort of 18,323 lb. and its weight in working order 
is 403 tons. The maximum running speed is 37} m.p.h. 
and the indicated output of the locomotive 600 h.p. As 
in the case of the four-coupled engine, the locomotive is 
fitted with an automatic stoker, and it has also a feed 
water cleaner which increases the intervals of washing out 
the boiler to about two months. The equipment includes 
an automatic piston-operated feed pump combined with 
a pre-heater. The fuel consumption and the mainten- 
ance cosis have proved very low for both the four-coupled 
and six-coupled locomotives. For the latter the coal con- 
sumpiion for a*total mileage of about 94,000 miles aver- 
ages about 33:5 lb. a mile, which is low considering that 
in addition to its service on the Huttwil-Wolhusen line, 
this engine generally hauls trains of 150 to 200 tons on 
the hilly section of the Langenthal—Huttwil line, the latter 
representing about 65 per cent. of the daily 
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service 
working. 
In a communication we have received from the Swiss 
Locomotive and Machine Works, it is suggested that loco- 
motives of this type, operated by a driver alone, have a 
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Proposed 2-6-2 locomotive for operation from either end by one man 


larger future than that of working on branch lines and 
may be of interest for certain main line purposes. The 
Winterthur firm has made extensive studies of such loco 
motives, some fitted with individual axle drive. 

The above illustration shows a proposed 2-6-2 type loco 
motive considerably more powerful than those already in 
service on the Langenthal-Huttwil Railway, but is still ot 
the either-end type and operated by one man. 








Belgian Speed Enterprise in Wartime 


Notwithstanding war conditions, it is encouraging that 
countries bordering on those of the belligerents are con- 
tinuing their speed progress. Reference has been made 
in THE RaiLtway GAZETTE to acceleration of the Italian 
electric Rapidi between Milan, Rome, and Naples, and 
of the Danish Lyntog diesel trains, although the 
latter are now reported to have been’ withdrawn 
since the German occupation. From the middle of 
March, similarly, the Belgian Nationai Railways have not 
only reinstated one in each direction daily of the Brussels— 


Ostend 60-min. flyers, with their 74-9 m.p.h. schedules 


between Brussels and Bruges (described in detail in the 
March 15 issue), but also have introduced the promised 
60-min. service between Brussels and Liége, leaving 
Brussels Nord at 8.30 a.m., and returning from Liége at 
5.30 p.m. As compared with the 71-0 miles from Brussels 
Midi to Ostend, the distance from Brussels Nord to Liége 
is only 61-7 miles, but the running conditions are very 
different. Owing to reconstruction works between Brussels 
and Schaerbeek, temporary tracks, over which a speed 
reduction is enforced, must be used, and then comes a 
6-mile ascent at 1 in 200. There is a severe service slack 
through Louvain, and for 40 miles from Louvain to Ans 
the line is chiefly rising, with a final 15 miles up at 1 in 
220-250. At the conclusion comes the formidable Ans 
incline, for 3 miles almost entirely at 1 in 25-30 down, 
requiring the utmost caution in its descent, and facing the 
Brussels-bound train as a gruelling climb immediately on 
leaving the Guillemins station at Liége. The previous best 
schedule of 75 min. is thus being cut by 15 min. with these 
enterprising schedules. 
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fbove: 2-6-2 locomotive for 
operation by one man hauling a 
mixed train on the Langenthal- 
Huttwil Railway of Switzerland 





Right: 0-4-0 locomotive, Langen- 
thal-Huttwil Railway, designed 
for one-man operation 


Left: 0-6-0 locomotive designed 

for one-man operation and built 

by the Swiss Locomotive and 

Machine Works, Winterthur, 

for the  Langenthal-Huttwil 
Railway 


ONE-MAN STEAM LOCOMOTIVE OPERATION IN SWITZERLAND 
(See article opposite) 
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NEW REFRIGERATOR CARS, CANADIAN NATIONAL RAILWAYS 
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A first order was placed with the C.N.R. workshops 
for 100 all-steel overhead ice-bunker and charcoal-heated 


T the Transcona workshops in Manitoba, the Canadian 

f National Railways are now building 100 overhead- 
iced refrigerator cars, which also can be heated 

vith permanent charcoal heaters fitted below the under- 
frames. Allusion was made to these cars in the Overseas 
columns of our issue of January 26 last, and it may be 
membered that a car of this type was therein reported 
to have proved so efficient that the temperature of a 26-ton 
test load varied in the course of a trial run of 1,30 miles 
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Interior of car showing internal steel framework, five- 
ply fir lining, and hinged floor racks 


perishables vans which have proved very efficient on trial 








by only 1° in October last. It is noteworthy that 
liquid »meters are fitted, showing the temperatu.e at floor 
and ceiling, so that temperatures can be checked en route. 

This new design of car has a steel body, instead of the 
wooden type formerly used, and in place of ice bunkers at 
the ends there are eight overhead ice tanks ranged along 
the ceiling and extending almost the full length and 
width of the car. For certain perishable commodities 
requiring a warm temperature there are permanent charcoal 
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Left: Exterior of car. Above: Roof of car 
showing eight ice-tank hatches above the over- 
head tanks spread over the length of the car 








underframe, and connected to 
These can be controlled 


heaters attached to the 
heating coils laid above the floor. 
readily from the ground. 

The new cars have an interior steel framework carrying 
the ducts, lining, tanks and meat racks ; the lining consists 
of five-ply fir panels. There are 4 in. of Hairinsul insula- 
tion at the sides and ends, and 5 in. in the floor and roof. 
A special feature is that in the floor and roof every layer 
of insulation is in one piece extending the full length and 
width of the car, and, similarly, in the ends and sides 
continuous layers extend from one door post along the 
side to the end, across the end, and onwards to the opposite 
door post. Also, to avoid compressing the insulation by 
clamping it, there are special barbs in the framework from 
which the insulation is suspended. 

Another new feature is a cadmium-plated steel floor 
laid in sections with expansion joints ; pressed gutters and 
traps at each corner afford adequate drainage. This floor 
is fixed to the interior framework at the sides of the car 
only, so that it forms a pan without any fastening to the 
wooden sub-floor. All supports for the floor rack hinges 
and heating pipes are welded to the floor sheets. 

Over each of the eight ice tanks is a hatch, the frame of 
which is an integral part of the roof sheets. In place of 
the former hatch plug and cover, a unit design of cover 
and plug with a resilient air-tight sealing gasket is provided, 
along with an improved operating mechanism insuring a 
perfect seal. The tanks, ducts, and drip-pans have a 
Promat flexible vitreous enamel finish, but all other metal 
parts are heavily galvanised. The doors, which are of 
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steel and insulated with Hairinsul, have self-locking hinges 
and ducts for air circulation. 

The overhead ice tanks occupy much less space than 
the end bunkers, allowing of considerable additional loading 
space, and the natural ceiling to floor circulation from these 
tanks insures the maintenance of a lower and more even 
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temperature. Less ice is also consumed, reducing t! 
number of re-icings in transit, and in cold weather a propor 
tion of the ice tanks only may be used as required. 

The new cars were designed by Mr. J. Roberts, Chief 
Motive Power & Car Equipment, Canadian Nation 
Railways. 








NEW MACHINE TOOLS AT DONCASTER WORKS 
Kendall & Gent heavy duty milling machines in L.N.E.R. locomotive shops 


WO heavy duty milling machines, built by Kendall & 
Gent (1920) Limited of Manchester, have recently 
been installed in the Doncaster locomotive works of 

the L.N.E.R., and by the courtesy of Sir Nigel Gresley, 
Chief Mechanical Engineer, we are able to reproduce the 
photographs and give the particulars which follow. 

The first machine is the Kendall & Gent Plano milling 
machine, which has one vertical milling head, indepen- 
dently driven by a 12 h.p. variable speed reversible motor. 
The motor variation of 3$ to 1, used in conjunction with 
a high and low gear change on the head gives a total 
ratio of spindle speeds of 14 to 1. A dial speed-indicator 
showing the correct spindle speed is incorporated in the 
head. The final drive to the spindle is through high- 
efficiency worm and wheel. 

Rapid power motions are provided to all traverses to 
facilitate the setting of the work. The cross slide carrying 
the milling head is elevated by a motor on the cross stay. 
Push button control stations are provided on each side 
of machiné and all control levers are conveniently placed 
for the operator’s use. 

The machine is capable of operating on components 
10 ft. 6 in. in length and 4 ft. x 3 ft. 6 in. cross section, 
and is well adapted for heavy duty work. It is used in 
the Doncaster works for face milling, edging and end 
milling of such details as nickel chrome connecting and 
coupling rods in pairs and bogie frame plates, engine foot- 
plates and general plate work in batches. The longi- 
tudinal traverse is supplied through the table and for end 
milling and gapping the lateral traverse is worked through 
the powerful cross slide traverse incorporated in the 
milling head of the machine. 

A speed range of 12 to 168 r.p.m. and feed range for 
both table and milling head of 1} in. to 17} in. per min. 
are incorporated in the machine. The quick hand-and- 
power-traverse used to permit of quick setting of work 
is supplemented by an automatic stop for arresting the 
self-acting feed. 

The push button control for operating the motor for 
elevating of cross siide, along with those for the stop and 


start for speed feed and quick traverse engaging, a1 
centralised on a pedestal control faceplate in the mos! 
convenient position for the operator. 


A New Type Vertical Milling Machine 


The other machine is of the builder’s latest type known 
as the C.V.M.40 type. The design and construction 
embody many special and distinctive features; the milli 
head and driving gearing form a complete unit, and nin 
spindle speeds are available through the gearing in pro 
gression of the cutter diameters from 1} in. to 12 in. 
controlled by a single lever movement facilitated by colou 
control. Variable cutting speeds, obtained by means of 
pick-off gears, provide five distinct surface cutting speeds 
suitable for different classes of materials to be machined. 
The table controls are convenientiy grouped; the feed 
motion to the longitudinal and transverse movements aré 
obtained through a gearbox on the table and controlled 
by hand levers with colour control. Electrical directional 
trips prevent any possibility of engaging conflicting 
motions. The base is of special box section with carefully 
distributed metal, and three surfaces to support the table; 
the narrow guide for the table is formed on the centre 
sliue. The spaces between the outer slides form troughs 
for the removal of cuttings; chutes are provided on each 
side of the base. 

This machine is used for machining medium sized details 
required to be finished to fine limits including such work 
as Walschaerts valve gear parts. It is equipped with 
micrometer adjustment, automatic lubrication and_ limit 
switches. Included in the machine’s equipment is a 2-ft. 
dia. power driven circular table which facilitates the 
processing of a large variety of work. 

A power driven head elevator is utilised; all actions are 
power driven and the machine incorporates the selector 
type of lever for engaging correct cutting speeds which 
contribute greatly to ease of handling the machine. The 
table capacity of this machine is 6 ft Gin. < 1 &. 13 m. 
and the maximum height admitted between spindle nose 
and table is 2 ft. 2 in. 








Central Line Modernisation Completed 

One of the largest and most difficult works undertaken 
in connection with the new works programme of the 
London Passenger Transport Board, the modernisation of 
the Central Line, has been practically completed. The 
task was begun 3} years ago and most of the work has 
had to be done in the 3} hours of the early mornings when 
traffic is suspended. The first section of the Central Line 
was opened in 1900, and was constructed with only one 
current rail, the return traction circuit being through the 
running rails. The other lines of the board have a second 
current rail for this purpose, with the result that the 
Central Line had to have special stock and a special over- 
haul depot. It was therefore decided to convert the track 
to the standard system before the line was extended in 
November next over the L.N.E.R. to Loughton and 


Hainault, by way of Woodford Junction, and in February, 
1941, over Great Western to Greenford. 

It was found that in many places irregularities in the 
alignment of the tunnels would have to be straightened to 
make sufficient clearance for the fourth rail, and in such 
places this has necessitated removing the upper segments 
of the cast-iron lining, digging out the ground behind, and 
replacing the segments before the first train was due the 
same morning. Twenty-nine gangs of miners were 
employed on this work for 15 months. 

All platforms have had to be lengthened by 102 ft. to 
accommodate longer trains, and at Shepherds Bush and 
Bank, where the ground is water-bearing, this work had 
to be done under compressed air. In addition the old 
track carried on longitudinal sleepers has been replaced by 
standard track supported on cross sleepers. 
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Above: A part of the 

cafeteria for the staff at the 

Aldermaston huts, G.W.R. 

The kitchens and service 

counter are at the far end 
of the building 


Right : A corner of one of 
the new buildings forming 
part of the C.W.R. emer- 
gency headquarters at 
Aldermaston. The small 
arrows on the picture show 
the doors to rooms reserved 


for departmental assistants 


Right: The main office of 


one of the departments 
located in the new buildings 
of the G.W.R. emérgency 


headquarters, Aldermaston 
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RAILWAY 


PERSONAL 


AtR MINISTRY APPOINTMENTS 

Sir Samuel Hoare, Secretary of State 
for Air, has invited Sir Charles Craven 
to join the Air Council as Civil Mem- 
ber for Development & Production. 
His new appointment will be whole 
time. Sir Charles will also be Chair- 
man of the Air Supply Board, 
which will replace the existing 
Air Council Committee on 
Supply. 

The Air Supply Board will 
be responsible under the Air 
Council for the production of 
aeronautical equipment and 
supplies, and will be composed 
of Sir Charles Craven (Chair- 
man), Lord Riverdale (Deputy 
Chairman), Air Marshal _ Sir 
Wilfrid Freeman (Air Member 
for Development & Produc- 
tion), Air Marshal Sir 
Christopher Courtney (Air 
Member for Supply & Organisa- 
tion), Sir Harold Howitt, Mr. 
E. J. H. Lemon, Sir Charles 
Bruce-Gardner, and Mr. Lind- 
say Scott (representing the 
Permanent Under-Secretary of 
State). 

Sir Charles Craven, on taking 
up his appointment, has dis- 
associated himself from the 
boards of Vickers’ Limited, 
Vickers-Armstrongs Limited, 
and all associated companies. 

Mr. E. J. H. LEMon 

The present Director-General 
of Production, Mr. E. J. H. 
Lemon, who is a Vice-President 
of the London Midland & Scot- 
tish Railway, was lent to the 
Air Ministry two years ago to 
carry out a particular pro- 
gramme of production and to 
crganise the production depart- 
ment. This important work 
has now _ been _ successfully 
accomplished, and the L.M.S.R. 
is anxious to have Mr. Lemon 
back. He is, therefore, return- 
ing to the railway, the Air Ministry 
having released him, but he will 
remain a member of the Supply Com- 
mittee, so that his expert advice and 
knowledge will still be at the disposal 
of the Ministry. 

StR CHARLES CRAVEN 

Vickers Limited announces that, in 
order that he may take up a Govern- 
ment appointment of national import 
ance, Sir Charles Craven has_ been 
granted leave of absence from the 
Vickers group of companies. In con- 
sequence the following appointments 
are being made: Vickers-Armstrongs 
Limited, Mr. F. C. Yapp, Acting 
Chairman, and Mr. J. Callander, Act- 
ing Deputy Chairman. English Steel 
Corporation Limited, Mr. F.'C. Yapp, 
Acting Chairman. 
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The Rt. Hon. Lord Ashfield of 
Southwell, who, as anncunced in last 
week’s issue, has been re-appointed 
Chairman of the London Passenger 
Transport Board for a further period of 
seven years from May 18, was born at 
Derby in 1874, and went to the 
United States in his early years. He 
began his transport career with the 





The Rt. Hon. Lord Ashfield 


Re-appointed Chairman of the 
London Passenger Transport Board 


Detroit Street Railway Company. 
With the introduction of electric trac- 
tion, Albert Stanley, as he then was, 
abandoned the traffic side of the busi- 
ness to. serve in the shops and study 
the electrical and mechanical sides of 
tramway equipment. He made good 
use of his opportunities and experience, 
and before attaining the age of 28 was 
General Superintendent of the tram- 
way system of Detroit. In October, 
1903, he was appointed Assistant 
General Manager of the Street Rail- 
way Department of the Public Service 
Corporation of New Jersey, and in 
February of the following year became 
Manager of that department. He was 
appointed General Manager of the Cor- 
poration in January, 1907, but resigned 
three months later in order to return 
to England on accepting, as. from 
April 1, the general managership of the 
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Underground Electric Railways Co. of 
London Ltd. and its subsidiary com- 
panies, the Metropolitan District Rail- 
way and the three tube railways which 
were later amalgamated to form the 
London Electric Railway. Subse- 
quently he became Managing Director, 
and held this office until his appoint- 
ment as President of the Board of 
Trade in December, 1916. In 
August, 1919, he rejoined the 
Underground group as Manag- 
ing Director and was_ also 
elected to the chairmanship. 
He received the honour of 
knighthood in 1914, became a 
Privy Councillor in 1916, and 
in 1920 received a barony with 
the title of Lord Ashfield of 
Southwell in the County of 
Nottingham. In May, 1933, he 
was offered, and accepted, the 
chairmanship of the London 
Passenger Transport Board for 
a period of seven years, and, 
as this period is now expiring, 
Lord Ashfield has consented to 
serve for a further seven years. 

Mr. Gordon L. Whipple, 
General Superintendent of Trans- 
portation, Union Pacific Rail- 
road, has been promoted to Assis- 
tant Vice-President in charge 
of operations, a newly-created 
position, with headquarters at 
Omaha, Neb. 

Mr. A. C. Shields has been 
appointed Vice-President & 
General Manager of the Pitts- 
burgh, Shawmut & Northern 
Railroad, with headquarters at 
Kittanning, Pa. 


Mr. R. M. Paisley, Traffic 
Manager in charge of rates and 
divisions, Pittsburgh & West 


Virginia Railroad, has been ap- 
pointed Vice-President in charge 
of traffic. 

Mr. Arthur H. Cavanaugh, General 
Manager of the Temiskaming & Northern 
Ontario Railway, has been appointed 
Chairman of the board with head- 
quarters at North Bay, Ont., in succes- 
sion to Colonel Malcolm Lang, who has 
resigned. Mr. Cavanaugh is retaining 
his position as General Manager. 


We regret to record the death at 
Quebec on March 29 of Mr. W. J. 
Atkinson, formerly Superintendent of 
the Cochrane division, Canadian Na- 
tional Railways. He retired on account 
of ill-health on February 1, 1939, and 
had lived since in Quebec, where he was 
at one time Superintendent of the Levis 
division. 





During December, 1939, the two 
senior officers of the Mechanical Branch 
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Mr. R. Dell 


Appointed Joint Signal Engineer, 
London Passenger Transport Board 


of the Western Australian Government 
Railways, Mr. J. W. R. Broadfoot, 
Chief Mechanical Engineer, and Mr 
R. N. Johnston, Workshops Manager, 
reached the retiring age and severed 
their connection with the department. 
Both of these officers have had a long 
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connection with the Western Australian 
Railways, and take with them in their 
retirement the good wishes of the whole 
of the railway staff. 

Mr. Broadfoot began his railway 
career in 1891 as an apprentice with the 
Western Australian Land Company, a 
private concern which was given a con- 
cession to build and operate a railway 
between Beverley and Albany on the 
Land Grant system. This railway was 
subsequently purchased by the Govern- 
ment, and Mr. Broadfoot was taken 
over with it. In 1898 he was promoted 
to draftsman, but in 1901 he left the 
service and went to sea, rising to the 
position of Chief Engineer. In 1906 he 
returned to the railway service, filling 
the positions of draftsman, engineering 


assistant, workshops manager, and 
finally, since 1929, Chief Mechanical 
Engineer. Mr. Broadfoot was closely 


associated with all branches of the 
service in his capacity as President of 
the Railways & Tramways Institute, 
which position he has occupied for the 
past eleven years. His successor as 
Chief Mechanical Engineer is Mr. F. 
Mills, who previously occupied the 
position of Chief Draftsman in the 
Mechanical Branch. 

Mr. Johnston began his career as 
an apprentice in the railway workshops 
at Fremantle in 1891. Soon after 
finishing his apprenticeship he resigned, 
but rejoined the service seven years 
later. He filled various positions on the 
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The late Mr. A. H. Hoyle 


Divisional Operating Superintendent, London (We 
Southern Railway, 1923-1930 


mechanical side, finally rising to contr 
the railway workshops by his appoint 
ment as Workshops Manager in 1929 
Mr. Johnston was a staunch fighter for 
improved workshops conditions for the 
staff, and was largely responsible for 
many amenities through the shops. 











Iron-ore loading jetty at Narvik, with hopper wagons propelled by 


alongside 


steam locomotive discharging into two ships 
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Major, R. Falshaw Morkill and Mr. 
Dell have been appointed Joint 
enal Engineers, London Passenger 
ransport Board, in succession to the 
te Mr. W. S. Every, reporting direct 
the Chief Engineer (Civil), Mr. 
A. M. Robertson. Major Morkill 


is hitherto been Assistant Signal 
ngineer (Maintenance), and Mr. Dell 
yssistant Signal Engineer (New 
Vorks). 

Mr. R. Dell was born on February 


’5, 1990, and was educated at the 
Polytechnic, Regent Street. He 
ntered the service of the Signal 
Department. of the London Under- 
round Railways as an apprentice in 
November, 1915, and served with the 

yal Army Service Corps in 1918. 
In 1922 he was appointed New Works 
\ssistant in the Signal Department, 
London Underground Railways, and 
is responsible for the installation of 
the signalling on the line from Golders 


Green to Edgware. Mr. Dell was 
ppcinted Outdoor Assistant (New 
Works & Maintenance) in 1925 and 


responsible to the Signal Engineer 
all cutdoor signalling work, includ 

x the installation of signalling on the 
Morden Line, the extension of the 
Piccadilly Line, and also the Western 
Extension of the Piccadilly Line. On 
the formation of the London Passenger 
[ransport Board in 1933 Mr. Dell was 
ippointed Assistant Signal Engineer 
New Works) and was responsible for 
he signalling installations on the 
ecent extensions of the lines to Barnet 
ind ilso =6the = =©Metropolitan Line 
improvements. In 1936 he was ap- 
pointed an Officer of the board. Mr. 
Dell has been responsible for many 
improvements in the design of signal 
ipparatus and has taken out a num 
ber of patents such as the ribbon stor- 
ige train describer and the focussing 
rangement for colour-light signals. 
He is an Associate Member of the 
Institution of Electrical Engineers, an 
Associate Member of the Institution of 
Mechanical Engineers, and a Member 
of Council of the Institution of Rail- 
way Signal Engineers. 

The funeral of Mr. W. S. Every, a 
biographical note of whom appeared in 
our issue of April 19, took place at 
Golders Green Crematorium on April 16. 
\mong those present were : 

Family mourners : Mrs. Morris and Mrs. Bray 
Daughters); Mr. Edward Every (Brother) : 
Mr. Morris and Captain Bray (Sons-in-Law) ; 
Mrs. Edward Every (Sister-in-Law) ; Mr. E. A. 
Every (Cousin). 

_ London Passenger Transport Board: Mr 
H. S. Chapman, Assistant Secretary, on behalf 
f the Chairman and Mr. Page; and Messrs. 
V. A. M. Robertson, Chief Engineer (Civil) : 
H. J. Green, Deputy Chief Engineer (Civil) ; 
|. H. Condy, Assistant Chief Engineer (Civil) ; 
R. F. Morkill, Assistant Signal Engineer (Main- 
tenance); R. Dell, Assistant Signal Engineer 
New Works); S. G. Elliot, Lighting & Cable 
\ssistant (Signal Dept.) ; W. H. Challis, Indoor 
\ssistant (Signal Dept.) ; J. P. Hunter, Chief 
Draughtsman (Signal Dept.); H. Firminger 
ind F. Rose, Resident Engineers (Signal Dept.) ; 
P. Hogben, Chief Clerk (Signal Dept.); J. 
\blett and F. F. Baker, Chief Inspectors (Signal 
Dept. S. A. Heaps, Architect ; J. F. Wooll 
ombe, Building Superintendent ; F.C. Bentley 
und H. W. Clark, Chief Engineer's Dept. ; 
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H. C. P. Havers, Permanent Way Dept.; 5S. 
Farrell, Representing Sectional Council No. 7, 
L.P.T.B. ; T. J. Griffiths, Representing U.R.E. 
Horticultural Society; T. B. Oliver, Repre- 
senting Signal Department’s Sport’s Club ; 
W. S. Graff-Baker, Chief Mechanical Engineer 
(Railways) ; E. Graham, Mechanical Engineer 
(Maintenance); E. T. Brook, Superintendent 
of Rolling Stock; Evan Evans, Operating 
Manager (Railways) ; H. T. Hutchings, Super- 
intendent (Indoor) (Railways) ; Alex. J. Webb, 
Superintendent (Outdoor) (Railways) ; Walter 
Smith, Divisional Superintendent (District & 
Piccadilly Lines); Walter F. Smith, Estate 
Department and representing Railway Con 
valescent Homes; G. G. Fisher, representing 
Pennyfare; W. A. Agnew, Late Chief Mech 


anical Engineer (Railways); J. P. Thomas, 
Late General Manager (Railways); J. R. Gay, 
Late Chief Store Supervisor; B. Murchison, 


Chief Store Supervisor. 

Representatives of the main-line railways and 
other companies included: Messrs. L. Preston, 
C. H. Hills and F. Downs, Late L.N.E.R. Signal 
& Telegraph Dept.; F. H. D. Page, Signal 
Engineer, G.W.R.; K. Vining, representing 
Mr. Hallam, Southern Railway Signal Dept. ; 
W. Wood, L.M.S.R. Signal & Telegraph Dept. ; 
H. M. Proud, R. S. Griffiths, P. Whvsall, and 
M. W. Shorter of the Westinghouse Brake & 
Signal Co. Ltd. ; Mr. E. W. Challis, representing 
Mr. W. H. Powell, Director & General Manager, 
Westinghouse Brake & Signal Co. Ltd. ; Messrs. 
J. Boot, General Railway Signal Co. Ltd., also 
representing the Institution of Railway Signal 
Engineers; F. L. Castle, Siemens & General 
Electric Railway Signal Co. Ltd.; A. Verdie, 
Craigpark Electric Cable Co. Ltd Raynat 
Wilson, British Insulated Cables 
W 






Limited ; 

Lang, Callender’s Cable Construction Co 
Ltd.; A. Nichols, General Electric Co, Ltd. ; 
W. H. Swadling, Ericcson Telephones, 


We regret to record the death, at 
the age of 75, of Mr. Alfred Hooper 
Hoyle, formerly Divisional Operating 
Superintendent, London (West), 
Southern Railway. Mr. Hoyle began 
his career with the London & South 
Western Railway in the Station Super- 
intendent’s office, at Clapham June 
tion. Four years later he was 
transferred to the London Superinten 
dent’s office and then to that of the 
Superintendent of the Line. During 
this period, which covered 20 years, 
Mr. Hoyle obtained wide experience in 
various departments. For some time, 
he was Stationmaster at Wimbledon, 
and later relieved the Main Line and 
Central District Superintendents, 
until, in December, 1910, he became 
District Superintendent in charge of 
the Western District, at Exeter. In 
November, 1923, Mr. Hoyle was ap- 
pointed Divisional Operating Superin- 
tendent, London (West), Southern 
Railway, and held this position until 
his retirement in March, 1930. 


The board of directors of Richard 
Thomas & Co. Ltd. announced on 
April 18 that, consequent upon a decision 
of the Control Committee, Sir William 
Firth has ceased to be a Director of the 
company. 


Mr. Harold Duke Smith whose death 
we recorded in our issue of March 1, has 
left estate valued at £4,701 (net £4,473). 
Mr. Smith was Divisional Engineer, 
Plymouth, Great Western Railway, from 
1909 to 1927. : 

We ‘regret to record that Flying 
Officer Nigel Stuart Graeme, B.A., who 
was Assistant Sales Representative in 
Scotland for British Timken Limited, 
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from September, 1938, until the out- 
break of war, has been killed in an aircraft 
accident in France. He joined British 
Timken Limited in 1937 and passed 
through the works and the technical 
department before taking up his position 
in Scotland. 

The Postmaster General, the Rt. Hon. 
W. S. Morrison, M.C., K.C., M.P., has 
appointed Mr. H. Napier to be his 
Principal Private Secretary, and Miss 
M. B. Sale to be his Assistant Private 
Secretary. 

APPOINTMENTS 
appointments are 


L.N.ER. 

The following 
announced :— 

Mr. J. S. Harper, . District Super- 
intendent, Hull, is to retire on May 18. 

Mr. LL. Ballan, District Super- 
intendent, Sunderland, has been ap- 
pointed District Superintendent, Hull. 

Mr. A. E. H. Brown, Assistant 
District Superintendent, King’s Cross, 
is to act as District Superintendent, 
Sunderland. 

THE INSTITUTION OF LOCOMOTIVI 

ENGINEERS 

The following elections were made on 

April 17 at a general meeting :— 
Members 

Charles E. Broxup, Inspecting Engi- 
neer, Egyptian & Sudan Governments in 
Midlands, Birmingham. 

A. G. Corrie, Director of J. B. Corrie 
& Co. Ltd. and Felco Hoists Limited, 
London. 

B. Fawcett, Acting Assistant Chief 
Mechanical Engineer, Central Railway 
of Peru, Callao. 

N. Tate, Mechanical Engineer, Rio 
Tinto Co. Ltd., London Offices. 

A. F. Walters, Assistant Director, 
Transportation Equipment, Ministry of 
Supply. 

Associate Members 

P. T. Ming, Engineer of Szechuen- 
Yunnan Railway, working at Metro- 
politan-Cammell Carriage & Wagon Co. 
Ltd. 

A. H. Emerson, Technical Assistant, 
C.M.E. Dept., L.N.E.R., London. 

G. H. K. Lund, Inspector Gateshead 
High Shed, L.N.E.R. 

G. L. Nicholson, Loco. 
Southern Railway, London. 


Foreman, 


INDIAN RaILWay STAFF CHANGES 
Mr. E. L. Manico has been appointed 
to officiate as Chief Operating Super- 
intendent, N.W.R., as from January 3. 
Mr. H. M. R. Morse has been ap- 
pointed to officiate as Deputy Chief 
Operating Superintendent, N.W.R., as 
from January 3. 
Brock, Divisional Super- 





Mr. 1. &. 
intendent, N.W.R., has been permitted 
to retire from Government service as 
from January 13. 


Mr. C. F. Gilbert, Divisional Super- 
intendent, E.I.R., has been granted 


84 months’ leave prior to retirement, as 
from February 11. 


Mr. R. Mair, Officiating Divisional 


Superintendent, E.I.R., has been 
granted four months’ leave as from 


January 16. 
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TRANSPORT SERVICES AND THE WAR—35 


Railway rates increases—Pigeon transport—The Auxiliary Military 


Pioneer Corps 


Germany— New strategic railways in Turkey 


The Minister of Transport has authorised an all round 
ncrease of 10 per cent. in railway rates, fares, and charges, 
effective as from May 1, to meet variations in working costs 
and other conditions arising from the war. This was 
announced briefly in THE RAILWAY GAZETTE last week, at 
pages 564 and 588. In the case of certain passenger fares the 
limitations of the currency make it impossible to apply the 
increase uniformly and the following examples illustrate how 
the advance will be made 


Main-Line Railways 
Workmen's Return Fares 


Present fare Increase 
24d. to 7d +d. 
73d. to Is. Od Id 
Is. Ofd. to Is. 5d i¢d 
Is. 5$d. to Is. 6d 2d 
Cheap Day Return and Ordinary Single 
Present fare Increase 
I¢d. to 44d No change 
5d. to Is. 2d Id. 
Is. 3d. to 2s. Od 2d 
2s. Id. to 2s. 10d 3d 
Monthly Return Fares 
Present fare Increase 
4s. 7d. to Ss. 4d 6d 
14s. 7d. to 15s. 4d Is. 6d. 
48s. 9d. to 49s. 6d 4s. tld. 
49s. 7d. to 50s. 4d Ss. Od 


London Passenger Transport Board 


Ordinary single fares and workmen's returns, except on Metropolitan Line 


Present fare Increase 
Id. to 4d No change 

5d. to Is. 2d Id 

Is. 3d. to 2s 2d. 


Workmen's return fares on the Metropolitan Line, and cheap day return rail fares, 

will be increased in the same manner as on the main-line railways 
Irish Tariff Increases 

Notice of increases in rates and fares, to take effect on 
May 6, is given by six Irish railway systems situate partly 
n Eire Northern Ireland Passenger fares 
including season tickets) will be increased by approximately 
ind goods and minerals traffic rates by approxi 
mately 10 per cent. [he railways giving the notice are: 
County Donegal Railways Joint Committee; Dundalk, Newry 
&« Greenore; Great Northern (Ireland); Londonderry & Lough 
Swilly; Sligo, Leitrim & Northern Counties; and Strabane & 
Letterkenny It is announced that this revision of existing 
fares and rates is imposed in consequence of rising costs duc 


and partly in 


> per cent. 


to the war 


Northern Ireland Transport Rates 

Passenger and freight rates of the Northern Ireland Road 
[fransport Board are to be raised by 5 per cent. and 10 per 
ent. respectively from May 6. There will be no change in 
passenger fares up to 4$d.; from 5d. fractions over 3d. will 
be treated as Id. and fractions less than $d. disregarded 
\ similar advance in rates on the railways in Northern 
Ireland is reported to be contemplated 


Irish Cross-Channel Rates 
Che railway and steamship companies which work services 
between Great Britain and Ireland announce an increase of 


10) per cent is from May 1, in the through rates for 
nerchandise and livestock between stations and places in 
Great Britain and stations and places in Ireland. In the 


port to port rates between Great Britain and Ireland as 
from the same date there will be an increase of 12} per cent. 
for merchandise and increases of 5s. a head for horses and 
mules, of Is. 6d. a head for cattle and calves, of 9d. a head 


yr pigs and of 3d. a head for sheep and lambs, 


Bookstalls at Railway Stations 
Publications sold at bookstalls on railway stations were the 
subject of a question in the House of Commons on April 11 
when Sir Arnold Wilson. asked the Home Secretary whether 
he was aware that W. H. Smith & Sons Ltd. distributed on 


Train service alterations 


Transport workers hours in 
The war in Scandinavia 


sale or return, through railway bookstalls, copies of / 
News, including advice for objectors. Sir Arnold also wi 
to know whether the Minister would consider, in commu: 
tion with the Minister of Transport, the issue of D: 
Regulations which would enable W. H. Smith & Sons ] 
and other newsagents, notwithstanding the terms of 

contracts with railway companies, to exercise, in the p 
interest, discretion as to the printed matter which 
distributed as agents. In his reply, Sir John Anderso: 

that, so far as he was aware, the usual licence granted 

railway company to a newsagent did not limit the discr 
of the newsagent to refuse to supply any particular pul 


tion. In any event, he could not regard a regulation o1 
subject as necessary for the purpose of the Defence 
Realm. 


Limited Transport for Homing Pigeons 


Hundreds of thousands of trained carrier pigeons, 
provided by homing pigeon fanciers, are being used for 
purposes by H.M. Forces. The training of pigeons for | 
distance flying takes five years, during which time th: 
are sent away to be released to fly home over gradu 
increased distances. In co-operation with the pigeon ra 
associations the British railways are arranging to pro 
vans for the carriage of homing pigeons during the fort 
coming season. Despite national requirements, the railw 
will be able to provide 50 per cent. of the vans supplied 
last season’s racing. The accommodation has been incr« 
by arranging the baskets of the birds in three tiers inst 
two. Similar liberation pcints to the 1939 season are b 
arranged, but it will not be possible to organise the overs 
flights, such as France and the Channel Islands, althou 
Northern Ireland may be used. The conveyance of homi 
pigeons will be suspended during the three week-ends begi! 
ning Saturdays, July 27, August 3 and 10 in England ai 
Wales, and July 12 and 19 in Scotland. Pigeon fanciers will 
obtain special buft permit labels allowing the transit of birds 
which are to be liberated for either training or racing pul 
poses, and green labels will be required for the transit of 
pigeons other than for liberation. Pigeon fanciers whe 
carrying pigeons, should have in their possession th 
police permit which allows of their keeping pigeons. 

‘* Labor Omnia Vincit ’’—the Pioneers 

[he Auxiliary Military Pioneer Corps was authorised 
October, 1939, by Royal Warrant, and its formation was 
announced by the War Office on October 25, the day on 
which recruiting for it (on a limited scale) was opened 
throughout the country. At first the normal age limits 
were fixed at 35 to 50 (as we recorded at page 590 of oul 
November 3, 1939, issue), but these have since been modified 


to 30 to 50. The Director is Major-General L. W. Amps, 
ind the motto of the corps Labor Omnia Vinecit. In view of 
the increased need for pioneers at present, an intensiv: 


recruiting campaign was launched at the Mansion House on 
April 15 by the Lord Mayor and General Sir Robert Gordon 
Finlavson, and was so overwhelmingly successful the first 
day that the special medical examination staff provided by 
the Ministry of Labour was insufficient to deal with the rush 
A War Office mobile information bureau began on Monday 
last at Birmingham a five-week recruiting tour in th 
Southern, Western, and Northern Commands on behalf of the 
AMP... 

The corps is designed to carry out work with the object 
of ensuring the proper maintenance of all kinds of supplies 
to our armies at home and abroad. This entails handling at 
docks, bases, and depots, of a vast amount of stores, and, t 
ensure the smooth transport of such stores, roads and rail 
wavs on lines of communication must be maintained in fit 
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dition. In addition, new roads are built as required, and 
ht railways laid. The military pioneer in earlier years 

needed mainly to blaze a track through woods and 
lergrowth for the troops and transport advancing behind 
’4y and conditions are the same as for British infantry; 
rivate receives 2s. a day, a corporal 4s., and a sergeant 

Service with the A.M.P.C. has the advantage that 
tain handicaps like defective eyesight or slight physical 
bility are of no great consequence and do not debar a 

from being accepted. Another advantage is that if 
nds enlist together they may be kept together and placed 
the same sections. On enlistment a man is sent to one of 
A.M.P. Training Centres where he is provided with his 
form and equipment, and put through a short intensive 
ining of about 3 weeks. On conclusion of this he receives 
w days’ leave before embarkation. At present there is 
urgent need for pioneers in the B.E.F. and it is estimated 
t at least 100,000 men will be required during 1940. Com 
lies, as formed, are proceeding to France. For purposes of 
ence, 25 per cent. of every Company is armed with rifles; 
therefore a combination of a potential fighting 
e and a working force. A distinctive badge has been 
proved for the Corps. A rifle, pick, and spade bound 
vether with a laurel wreath, occupy the centre, and the 
hole is surmounted by a crown, with the motto at the foot. 


meers are 


A Record Railway Removal 

[he Great Western Railway has recent’ carried out one 

the largest removals it has handled. Cheltenham College 
vhich, since the war, has been given refuge at another famous 
uublic school, Shrewsbury, has returned to its own buildings, 
vhich have been released by the Government. The removal 
ff the 350 boys and their masters necessitated the supply by 
the railway company of over 700 sacks, for every boy was given 
two sacks in which to pack (a) books, and (b) his personal 
belongings and sports gear. For convenience in collection 
ind delivery, the property of every House of the college was 
cept separate and this was carried out by allocating different 
labels in the distinctive House colours to every boy to label 
his sacks, and the railway vans (which were also distinguished 
»y coloured bands pasted on the sides) collected the sacks in 
iccordance with the House to which they were allocated 
Other college property, such as bedsteads, bedding, and 
crockery, used by the boys in the billets, was also collected 
ind taken to the quadrangle where the centralised loading 
if the containers was carried out Twenty-five covered con- 
tainers, measuring 16 ft. long, 6 ft. wide, and 7 ft. high, were 
ised. One container was set aside for the bicycles of the 
boys and staff, while every master had a quantity of personal 
luggage, for which sacks and boxes were provided. Removal 
iccommodation had also to be provided for the effects of the 
sanatorium and the equipment of the O.T.C. The actual 
packing of the traffic into the railway containers was carried 
uut by experienced men on the company’s staff. The delivery 
it Cheltenham, while less difficult than the collection at 
Shrewsbury, also required careful consideration, but the care- 
fully drawn up schedule of operations made in conjunction 
with the college authorities enabled the work to proceed with 
efficiency. 


Train Service Alterations 


[he L.N.E.R. announces that from May 3 further relief 
xpresses will run on Fridays (in addition to the 3.50 p.m. 
from London to Newcastle, mentioned in THE RatLway 
GazeETTE of April 19) from King’s Cross at 7.5 p.m. to York 
ind Newcastle, arriving at 12.58 a.m., and at 10.5 p.m. to 
Edinburgh, arriving at 7.10 p.m. The running of the 
10.30 p.m. nightly relief express from King’s Cross to New- 
astle has permitted the down 10.15 p.m. Night Scotsman to 
be restored to its December 4 schedule, reaching Edinburgh 
it 7.15 instead of 8.18 a.m. On Saturdays from May 4 a 
relief restaurant car express will leave King’s Cross at 
1.25 p.m. for Bradford and Hull, and the 1.15 p.m. train 
will be for Leeds only; also on Saturdays only the 3.5 p.m. 
express, from King’s Cross to Peterborough, Boston, and 
Cromer Beach, will be reinstated, and will have a buffet 
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car attached. On Saturdays, beginning May 18, through 


trains will resume running between Derby, Nottingham, 
Skegness, and Mablethorpe ; also between Sheffield and 


Skegness. 

On the L.M.S.R. a new public timetable book came into 
operation on April 1, and incorporates the various alterations 
that have been mentioned in previous issues of THE RatLway 
GAZETTE. As a temporary measure, consequent on the witb- 
drawal of third class sleeping cars on the L.N.E.R. and 
the restriction of first class sleeping accommodation, special 
sleeping car trains, first and third class, are being run by the 
L.M.S.R. at 10.50 p.m. from Euston to Edinburgh (Princes 
Street) and 10.15 p.m. from Edinburgh to Euston. Also the 
9.20 p.m. from Euston to Glasgow and the 9.30 p.m. from 
Glasgow to Euston are now composed entirely of sleeping 
cars, the normal formation including nine first class and 
three third class cars. 

On the Uxbridge line of the London Passenger Transport 
Board there has been a considerable improvement in the late 
evening service, which is now at 10 min. intervals, three 
trains an hour to and from the Baker Street line and three 
to and from the Piccadilly line. 


Hours of Transport Workers in Germany 

The recent increase in the maximum daily hours of work 
permitted in Germany for transport workers was recorded at 
page 305 of our March 1 issue. This Decree was published 
in the Reichsarbeitsblatt of January 25 last, and is stated to 
have been made in order to meet traffic requirements and to 
allow of better use of the means of transport. It appears 
that the German Minister of Labour issued an Order of 
January 17 providing that the maximum hours of work fixed 
by the Order of December 12, 1939, may be exceeded in the 
case of adult male transport workers under certain conditions, 
namely, that the working hours must be governed by collective 
regulations which must fix the maximum limits of overtime, 
and that the minimum uninterrupted rest period of 10 hours 
between one working day and the next must be granted as 
laid down by the Order relating to hours of work. The Order 


of December 12 fixed the maximum period of work at 10 hours 
as a general rule and 12 hours for intermittent work. It is 
14-hour working 


understood that under the new Decree a 


Women in Ger- 
man Railway 
Service 


As many German 
railwaymen are ser- 
ving in the Forces, 
and others are occu- 
pied in the recon- 
struction of the 
damage to Polish 
railways, women are 
serving in booking 
offices, as ticket col- 
lectors, and in simi- 
lar capacities 
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day for all German transport workers over 18 years of age 
was introduced at the beginning of February. 

On the day that Poland was invaded, an Order (dated 
September 1, 1939) was made to amend and supplement the 
provisions of the labour law. This was in effect a wartime 
relaxation of previous restrictions, and under it the hours 
and conditions of labour are reported to have become lengthy 
and severe It will be recalled that between October 8 and 
December 12 there was a series of fatal accidents (mainly 
collisions) on the Reichsbahn, and in THE RaAaILtway GAZETTI 
of December 22 last we expressed the opinion that the 
lengthened hours of work by railway staff may have been an 
important contributory factor. Probably it is more than a 
coincidence that the date of the last of this particular series of 
unexplained accidents (December 12) is that on which the 
Order was made restoring the pre-war overtime limits. In 
the memorandum accompanying the Order, the German 
Minister of Labour gave the following general reasons for 
reverting to a stricter system 

Even in wartime, an essential purpose of labour protection is 


to take care of every worker’s health Even if output has to be 


increased, exaggerated demands must not be made on the workers 
\ccordingly, the relaxation of labour protection instituted at the 
beginning of the war could apply only during the initial period of 


idjustment to new tasks That period having expired, the Govern 
ment is again fully concerned with the protection of labour 
Excessive hours of work must be prevented, and the protection of 
vomen and young persons reinforced f this is done, it may fairly 
be expected of all workers that they should plac« all their working 
energy at the disposal of the country in the struggle which has been 
forced upon it 

The Order, which was to become effective on January 1, 
1940 (see the Reichsgesetzblatt of December 13, 1939), applied 
to the old Reich and also to Austria, as the German labour 
laws had been extended to Austria by an Order of October 9, 
1939 It provided that “ So far as hours of work may be 
extended at all under the relevant laws and regulations, or in 
virtue of decisions based on those laws and regulations, hours 
f work may not exceed 10 in the day, except when shifts are 
changed over in the case of continuous work.’ \n exception 
vas that When considerable periods of mere attendance 
ire regularly included in hours of work, the working day may 
be extended to 12 hours for men over 18 vears of age.’ 
Extensions of hours in excess of these limits were to be allowed 
nly in exceptional cases, and subject to the issue of a special 
permit From December 18, when hours of work exceeded 
10 in anv one day, the workers were to be entitled to over 
time pay, normally fixed at time-and-a-quartet but this 
rate was not applicable to cases of work regularly involving 

considerable periods of mere attendance.”’ Doubtless the 
very severe weather conditions of January accounted in part 
for the fact that the relaxation lasted for so short a period, 


but there. has been no hint of any resumption of shorter hours 
Reduced Dutch Train Services during the Crisis 
Skeleton services were maintained in Holland during the 
early davs after the German invasion of Denmark and Norway, 
namely, from April 9 to 14 Normal train services have now 


been restored, with the exception of frontier services along 
the entire Dutch-German border, which remain very irregular. 


New Strategic Railways in Asiatic Turkey 

Che Turkish Ministry of Public Works has voted £10,000,000 
to speed up the construction of two important railways to 
connect with Iraq and Iran respectively, according to a 
Reuters message from Istanbul. The first route runs from 
Diarbekr through Bismil to Mardin and uses the existing 
branch thence to Derbessie to connect with the Taurus route 
to Mosul and, eventually, Baghdad. The second route is 
also in extension of the existing Malatia—Diarbekr line, and 
terminates at Van on the lake of that name But it is not 
at present clear whether this proposed line will take off from 
Kharput (Mamuret el Aziz)—the terminus of a short branch 
from Yolchati—and run up the Murad river through Mush to 
Bitlis, and thence along the lake shore to Van, or whether it 
will branch off from the new line to Iraq at Bismil and cut 
across through Sert to Bitlis. The latter would appear to be 
the cheaper line to build and work as it is in easier country. 
Van is within about: 70 niles of the Iran frontier, but this 
intervening stretch of country appears to be mountainous. 
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Both of these new railways will form important strat 
lines of communication if the war spreads to the Middle F 
They are stated by Reuters to have been under construct 
since 1937, but it is not known what progress has been m; 
The map reproduced at page 620 of our October 7, 1938. is 
showed the approximate routes. 


New Zealand may Restrict Rail Services 
The New Zealand Government Railways may soon hav: 
restrict their rail services as a means of conserving ( 
said Mr. P. C. Webb, New Zealand Minister for Mines, i1 
interview at Christchurch on April 22. The railways 
added, would be the first to suffer if a coal shortage 
Saving necessary. 


Troop Movements on the Victorian Railways 
Since the outbreak of war the Victorian Government Rk 
ways have been called upon to carry many thousands 
troops, large quantities of equipment and _ stores, and 
assist in the production of munitions Major troop 
ments have sometimes clashed with exceptional rushes 
ordinary or holiday traffic, but the number of special tr: 
required has always been forthcoming For instance 
Melbourne Cup Day, when 50,000 race-goers had to be cart 
to Fleminton and back—in addition to the transport of cr 
of holiday makers and picnickers to the hills and seasick 
$,500 soldiers were rapidly evacuated from camps. in 
Seymour district in 10 special trains Some of these consist 
of 12 cars and carried 800 men, but, despite the holiday and ra 
tratfic rush, they were quickly assembled and despatched 


The War in Scandinavia 

We have frequently emphasised in these columns that 
ispects of the present war are intimately associated wit 

transport, and especially railway transport. This stat 
affairs applies with particular force to the activities in D« 
mark and Norway. Important objectives in the Germ 
invasion of Denmark were, beyond all question, the cont: 
of rail transport in that country and of tuel oil suppli 
In Norway, where the German activities are being resiste« 
the layout of the railway system and the measure of conti 

ecured by the conflicting forces of important junctions 
strategic lines, undoubtedly supply the key to the activit 
so far, and will prove the ultimate deciding factors rh 
I 

| 


it 
l 


following notes outline the situation to date, so far as it h 
proved possible to form an estimate of the position genera 
from unofficial reports which are often contradictory. 


| 


Denmark 

Denmark was invaded at 4.30 a.m. on April 9 and 
seems that Copenhagen was in German hands by 8 a.m. an 
control of the whole country secured during the same day 
Apparently the invasion was carried out at six main points 
namely (1) by land across the South Jutland frontier towards 
Aabenraa and Esbjerg; (2) by sea up the Little Belt t 
Middlefart, in north-west Funen; (3) at Nyborg (east Funen 
nd Korsor (west Zealand); (4) Vordingborg (south Zealand 
(5) Gedser (the train ferry port in south Falster); and 
(6) Copenhagen. Invasion No. 2 gave the Germans control 
of the Little Belt bridge, linking the island of Funen with 
Fredericia, on the mainland of Jutland. Invasion No. 5 
actually made use of the Danish train ferry from Warn 
miinde in north Germany. Troops are reported to have beei 
run on to the ferry in closed goods vans, which the Danish 
railway personnel accepted innocently as a regular commer 
cial train. When the ferry was out at sea the troops 
emerged from the van “‘ like the Greeks out of the Trojan 
Horse,’’ and took possession of the vessel. The only Danish 
resistance offered was on the land frontier, and here casual 
ties were at first stated to be practically nil, but it has sinc« 
been announced that Denmark lost some 600 before the 
Danish Government ordered the abandonment of resistance. 

One of the main gains to Germany was the stock of 
petrol in Denmark. In British trade circles it was believed 
that stores had been growing and at the time of the invasion 
amounted to some 250,000 tons. In the House of Commons 
on April 16, however, the Minister of Economic Warfare 
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| that the total stocks of all petroleum products in Den- 
rk on the date of the German invasion were probably not 
re than 200,000 tons, equivalent on the average to 
months’ requirements at the estimated rate of consump- 
n before the invasion. Stocks of motor spirit amounted 
80,000 tons, equivalent to slightly under four months’ 
juirements. Separate figures for diesel oil were not avail- 

but stocks of gas, fuel, and diesel oil together amounted 
61,000 tons, equivalent to 24 months’ requirements. On 

basis of the known stocks of diesel oil on February 1, 
\bably not more than 20,000 tons of this figure was repre- 
ted by diesel oil. From May 1 stricter petrol rationing is 
g introduced in Denmark, and only 20 per cent. of pre- 

r consumption will be issued for civil use. 
On April 12 the Official German News Agency said that 
tish aircraft had attacked a small railway station in 
ileswig-Holstein, northern Germany, but the British Air 
inistry denied that there was any truth whatever in the 
ry. lo date there has been no reliable information of 
lway destruction in or near Denmark, either by the 
rman invading forces, or by the Allies. 

[he Danish State Railways are stated to be functioning 
irly normally under their Danish staff, but subject to 
German direction, All diesel trains are reported to have 

n cancelled immediately under German orders, to con 
rve fuel oil supplies. The Danish railways have been used 

take German troops to airports at Copenhagen, Aalborg, 
\arhus, and Esbjerg, for conveyance by air to Norway. 

\ special train conveying about 170 members of the 
British, French, and Polish diplomatic staffs in Denmark 
vas run across Germany to Holland via Bentheim. It 
reached Holland on April 13. A Rotterdam report of 
\pril 21 said that a German commercial delegation had 
rrived in Copenhagen, and included a railway representative 
who was believed to be intending to secure Danish rolling 
stock for use in Germany. 

A Danish railway ferry-boat (reported to be the Nyborg), 
plying across the Great Belt from Nyborg to Korsor, was 
lamaged by an explosion on the afternoon of April 14, 
cording to the Finnish radio, quoted by Reuters. There 
were no casualties, it was stated, and the ferry was brought 
ito Korsor Harbour. The Danish State Railways announced 
in Copenhagen (states the British United Press) that the 


steam ferry Odin, going from Nyborg to Korsor, was 
lamaged by ‘‘ an explosion’’ on April 17. No one was 
vurt The ferry was brought in to Korsor and all traffic 


n the Great Belt was halted until further notice. A futther 
similar incident on April 21 was announced on the German 
ontrolled Copenhagen radio. It may be recalled that for 
some time past the ferries have not been running after 
lark, owing to the danger of floating mines. 

Norway 

German forces landed on the south coast of Norway at 
3 a.m. on April 9. The principal points of landing appear 
to have been Moss (near Oslo), Egersund, Stavanger, Bergen, 
frondheim, Vallo, and Narvik. The Norwegians speedily 
decided to resist, and declared war on Germany. The Ger- 
mans supported a puppet government under a Norwegian 
named Quisling, who later resigned, however. 

On April 11 the Norwegian army authorities requisitioned 
all means of transport for the conveyance of troops and 
munitions. The same morning they are understood to have 
blown up several bridges on the railway from Oslo to Kongs- 
vinger, but to have left intact the line thence to the Swedish 
frontier at Charlottenberg. The whole of the Ostfold (south 
east of Oslo) is said now to be in German occupation, and on 
\pril 17 traffic was stated to be running again between Oslo 
and the Swedish frontier at Kornsjo. 

The German landing at Narvik is credited to the treachery 
f the Norwegian military commander there, but he was 
speedily displaced, and on April 11 Norwegian troops were 
said to have defeated the German attempt to advance from 
Narvik to the Swedish frontier by the iron-ore railway, by 
blocking the tunnel at Hyndalen, about 18 miles inland from 
the port. The Norwegians are stated to have pulled up a 
portion of the track and then let a fully-loaded iron ore train 
run down the grade till it became derailed, thus blocking the 
ine. Subsequently it was reported in Stockholm that the 
120-ft. high railway bridge at Rombaksbotn (about 15 miles 
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from the Swedish frontier) had been wrecked. British Forces 
are said to have landed at Narvik on April 14¢ 

German troops were landed by parachute on April 15 in 
an attempt to secure control of the important railway junction 
of Dombas, but thev were either killed or captured. 

On April 15 the British Admiralty and War Office announced 
officially that British Forces had been landed at several points 
in Norway. The same day a train filled with German troops, 
travelling without lights from the direction of Trondheim, 
passed through the Norwegian lines, and was taken to within 
three miles of the Swedish frontier. Guards were dropped at 
all bridges and a small force was sent to Skurdalsvolden. It 
appears that the train was allowed to pass because a Norwegian 
traitor gave the garrison at Hegra to believe that the train 
was Norwegian. This move is understcod to have given the 
Germans control of the whole railway from Trondheim to 
the Swedish frontier at Storlien. No official details are 
available of British military movements in Norway, but 
British troop trains were reported to have reached Stéren on 
April 22, and it was stated in Stockholm that the important 
strategic railway from Andalsnes to Dombas and on to 
Lillehammer was entirely in Allied hands. 

The German military authorities in Norway are stated to 
be anxious to prevent the evacuation of occupied areas by 
the civilian population. When, at the time of the seizure 
of Trondheim many persons started to leave the town by the 
Ostersund railway, the Germans decided to stop the exodus 
by a trick which would frighten the refugees. A Nor- 
wegian agent telephoned to the Commander of the garrison 
in Vedra fort, which is on the railway, and told him that in 
the rear wagon of the passing train there were German troops 
and military stores sent to take him in the rear. The 
Norwegians accordingly opened fire on the rear wagon. Two 
Norwegian civilians were killed and five wounded. 

Many applications for enlistment in the Norwegian Forces 
having been received at the Norwegian Legation in London, 
a special depot was opened on April 17 at the offices of the 
Norwegian State Railways in Cockspur Street, W. 

Norway is understood to have been exceptionally well- 
equipped with petrol and diesel oil for transport at the 
beginning of the invasion, and thus was probably regarded by 
Germany as one of the richest prizes among European countries 
not producing oil. Last summer, Norway bought nearly a 
vear's supply of petrol and lubricating oils. Since October 20 
she has been the only important European country without 
any rationing of petrol. 


Finland and Sweden 

The Soviet authorities are insisting on the speedy con- 
struction of the railway line linking Russia with Sweden via 
Finland, according to the Rome radio. This involves building 
the section between Kandalashka on the Murmansk Railway, 
and Kemijarvi, which was provided for by the terms of the 
peace treaty, as we recorded at page 474 of our March 29 issue. 
[It is stated that the Russians have promised far-reaching 
assistance in carrying out the work, which is to be completed 
during the present year. 

At the time of writing, Sweden has still retained her neu- 
trality, but is nevertheless affected in many ways by the wars 
in neighbouring countries. The incidence on Sweden of the 
war in Finland has already been recorded in these columns, 
and, even before the German invasion of Denmark and Norway, 
Sweden suffered from wartime disorganisation of transport. 
Coal scarcity was experienced even before the intense cold 
spell began, and eventually this led to the suspension of a 
number of express train services on March 1. 

By the beginning of April, it was reported that iron ore 
supplies from Kiruna, intended for Germany, were being 
transported to Lulea to await the opening of the port when 
the ice freed. It was stated that ore trains were running 
every threequarters of an hour, and that, despite the in- 
creased cost of transport by this route (due to the longer rail 
haul), Germany might be well supplied via the Baltic during 
the summer. From April 17, civilian traffic has been pro- 
hibited on the iron-ore railway between Kiruna and Riks- 
gransen, the Swedish frontier station. 

On April 11, the petrol ration for private motorcars in 
Stockholm was reduced by one third, in order to conserve 
fuel stocks, and five days later all mineral oil in Sweden was 
requisitioned under a Government Decree of April: 15. 
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Locomotive Developments in France 


In a paper entitled ‘‘ Recent Developments in Steam Locomotive 


Design in France,’ 


Monsieur Chan, Chef de la Division des 


Etudes de Locomotives 4a Vapeur, Societe Nationale des Chemins 
de Fer Frangais, described the successful modernisation of old 
locomotives and a number of new and experimental designs 


\t a meeting of the Institution of 
Locomotive Engineers in London on 
Wednesday, April 17, at which Mr 
i * S. Bulleid, President, took the 
chair, Monsieur Chan, of the French 
National Railways, presented a paper 
entitled as above The first part of it 
vas read by Monsieur Leguille and the 


second part by Monsieur Chan him 
self 

Che author began by referring to the 
progress made in steam locomotive 
lesign during the past ten vears in 
france since Monsieur Chapelon 


modernised the Pacific locomotives of 


the Paris-Orleans Railway, and _ later 
onverted some of them into 4-8-0 
locomotives, the effect of which was 


almost to double the power of the 
engines 

Che French 
their formation in 1938 
i number of new locomotives of the 
2-10-2) and Decapod 9-10-0 
and of the Balt 
passenger service In 


National 


Railwavs since 
have ordered 


Santa le 
tvpes for goods traffic, 
4-6-4 type for 
addition, some experimental types have 


been built, namely 
\ 4-6-0 4-cylinder compound has been 
ipped with a Velox boiler 
[Two new 4-6-4 locomotives have been 
yuilt, one with individual axle drive by 
eared steam engines, and with a high 
sure boiler (850 Ib. per sq. in the 
‘ther with separate turbine drives to each 


lriving axle 
\ 2-12-0 freight 
nd four |.p 


locomotive with two 


evlinders 


[wo factors have governed the deve- 


opment of the steam locomotive in 
France First, the necessity to im 
port a large proportion of coal, has 


made it important to build locomotives 
with a low fuel consumption, and, 
powerful locomotives are re 
quired to haul the very heavy trains 
which since 1922, when all-steel rolling 
introduced, have increased 
1 weight, until now trains 
f from 600 to 750 tons are common 
\ complication is caused by the fact 
that axle loads are limited to 18} tons 
1 all but a few main-line railwavs. 


secondly 


stock was 


passenger 


1! 


i) 


Chapelon Engines 

then made to the 
4-8-0) locomotive converted by Monsieur 
Chapelon from a Paris-Orleans Pacific 
in 1935 The French railways are at 
present building 25 new engines of 
this type for service on the Paris 
Lyons main line, where there are long 
gradients of 1 in 125. This tvpe of 
locomotive! has 6 ft. 1 in. driving wheels, 
high and low pressure cylinders of 
17-3 in. and 25-2 in. diameter, re- 
spectively, by 25-2 in. stroke, and 
works at a pressure of 285 lb. per sq 
in., Which is now the standard for new 
locomotives in France. It has a grate 


Reference was 


area of 40°45 sq. ft., IKvlchap double 
exhaust, and Houlet superheater, giving 
750-800" F., and exerts 3,000 d.b.h.p. 
at 62 m.p.h., with a coal consumption 
at that speed of 2-20 Ib. per d.b.h.p. hr. 
The engine weighs 107 tons and the 
tender 79 tons fully loaded. This engine 
seems to have set up a record for the 
lowest weight per h.p., namely, 60-6 Ib. 

Much of the success of this locomotive 
is attributed to the Kylchap exhaust.? 


Other modern types of exhaust were 
the P.L..M. type with crossed-bars and 
double nozzle and petticoat, and the 


Lemaitre*®. These improved exhausts, 
with wide steam ports, have allowed of 
an increase in the rate of combustion, 
so that it has been possible to burn 
up to 205 lb. of coal per sq. ft. of grate 
per hr. in the 4-8-0 locomotives, and to 
obtain easily from existing boilers a 
steam output of 44,000 Ib. per hr 
Evaporation and Superheating 
\t the high evaporation rate at 
maximum output of 15-4 Ib. of steam 
per sq. ft. of heating surface, no trouble 
has been experienced with the welded 
steel fireboxes and welded flues 
adopted by the 5S.N.C.1 which has 
decided on the high working 
pressure of 285 Ib. per sq. in. for new 
[he use of Nicholson thermic 
difficulty in_ steel 
fireboxes The only experience of the 
thermic syphon in copper fireboxes was 
with a few Pacifics of the Eastern and 
South Eastern avhere 
had occurred at the 
the tube plate These were repaired 
by welding, and were subsequently 
maintained in service for 240,000 miles 
without further repairs Nevertheless, 
welding repairs to a copper syphon 
exceptionally work- 


now 
also 


engines 


svphons gives no 


cracks 
connection with 


Regions, 


necessitate good 
manship. 

[he high superheat temperature of 
the 4-8-0 locomotive has been achieved 
by the use of a Houlet type superheater, 4 
which gives the advantage that super- 
heated steam is delivered to the cylinders 
as soon as the regulator is opened. 
Special heat-resisting steel, which in- 
cluded 6-0 per cent. chromium and 
0-25 to 0-60 per cent. molybdenum, 
so that the loops can be placed within 
12 in. of the tube plate, has been used. 
\nother type of superheater now being 
used in France is the 5.P.4 type of the 
Superheater Company, which embodies 
four outer tubes for the first branch of 
the loop and a fifth in the centre for 
the second branch. 

Improvement in the steam ports is 
another important factor in the success 


of the modernised locomotives. Pre- 
viously the section of the ports was 
1/10th of the cvlinder section. Now it 


is equivalent to 1/5th, or twice as large. 
The capacity of the steamchests has 
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been increased to that of the cvlin 

in order to avoid oscillations in pressu 
In addition, large diameter | 
valves are used. As a result, it 

been possible to raise the pressure in 
intermediate receiver from 30) to 85 
per sq. in., thus enabling the 

pressure cylinders to give approximat 
the same output as the high 
cvlinders. There is now a total of 
locomotives equipped with poppet va 
in France, either for all the cvlinder 


Dress 


only for the low pressure cylin 
where the use of large steam 
entails difficulty Piston valves \ 


double inlet and outlet are also u 
and have the advantage that 

maintenance does not require so n 
This type of valve on the Mik 


skill. 
(2-8-2) locomotives has made possi 
an increase in power from 1,40) 


2,000 h.p., and it has been decided 
fit these piston valves on l 
2-8-2 engines of the “‘C”’ class of 
former P.L.M Another type is 
Willoteaux piston valve® for use 
new cylinders 
piston 





These poppet valves 
special } valves are | 
Walschaerts gear, for it has been f 
that the phases given by this ¢ 
precisely those which ensuré 
mum of steam consumption 
Summarised, the results of 
improvements as applied to the Pac 
locomotives, of which there are 1,500) 
France, are that, whereas an e 
designed before 1930 
75 m.p.h. 1,300) d.b.h.] 
consumption of 3-3 lb. per d.b.hj 
the improved Pacifics develo 
under the same conditions, 2,400 d.b.h.y 
with a coal consumption of 2-42 Ib 
an increase of over S@ pe: 


Weed 
Used 


develope 
» With a « 


now 


coal, 7.e., 
in power with a saving of nearly 30 pet 
cent. in fuel The author mentions 

two cases of notable test pert 
by modernised Pacific I 

namely, one in which a Paris-Orleans 
Pacific hauled a train of 620 tons over 
the 217 miles between Tours and 
3ordeaux at an average 
62-8 m.p.h.*; and another with an 
‘‘H” class of the former P.L.M.’ 
hauling a train of 400 tons from Paris 
to Marseilles (537 miles) in 9 hours, or 


TMmance 


MOTIVE 


speed Oy 


at an average speed of 59-7 m p.h 


Modern Types 

The author went on to describe the 
new 2-10-2 locomotive of the former 
\lsace-I.orraine Kailways part of 
the Eastern Region, which was designed 
to haul goods trains of 1,600 tons up 
1 in 100 gradients. These engines are 
three-cylinder simples with Caprotti 
poppet valve gear, and were compared 
just before the war with the 2-10-2 four 
cylinder compounds of the former 
P.L.M.,° when it was shown that the 
latter was 10 per cent. more economical 
in coal consumption. Next the author 
described the new 4-6-4 locomotives of 
-_ “” aaa “Ss” f 


now 


classes for the 
Northern Region, designed by Monsieur 
de Caso, four of which have three single 
expansion cylinders, and four of which 
are four-cylinder compounds. These 
eight engines are fitted with the 
Lemaitre type of exhaust, and Dabeg 
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2 Ib. per sq. in 


turbines, one on each 
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tarv cam poppet valves.” They have 
maximum axle weight of 21-6 tons. 
lor general utility purposes a new 
ss of 2-8-2 engine has been designed 
the S.N.C.F., to haul a 650-ton train 
62 m.p.h., or a 1,000-ton train at 
m.p.h., and capable of a maximum 
‘ed of 68 m.p.h. These are a develop- 
nt of the well-known 2-8-2 P.L.M. 

class, but with stiffer frames and 
nplifed driving gear, the object of 
ich is to reduce maintenance costs. 


e principal dimensions of these 
ines, of which 50 are to be built, are 
follow 
High pressure, diameter... 16% in. 
nders - o stroke... 27; in 
Low pressure, diameter.. 254 in. 
- : stroke : 27} in. 
ving wheels, diameter , 5 ft. Sin. 
te area Pee 45 sq. ft. 
orking pressure, per sq. in. . 285 Ib. 
active effort (at 85 per cent. of 
working pressure) 
When starting, simple 53,000 Ib 
When working, compound 41,000 Ib. 
jaximum axle load 18} tons 


Che low pressure cylinders are between 
frames, which gives the best disposi 
mn with regard to the blast pipe, but is 
ifficult with large low pressure cylinders 
ich are in line with the high pressure 
linders—a difficulty which has been 
ercome by using cast steel cvlinders 
th a 2 in. thickness of wall. All four 
linders are cast in one. The pistons 
of cast steel covered with Brox, a 
pecial brass which is welded on. They 
re then machined to a diameter only 
bout 1 mm. less than that of the 
linder, a method which assures a long 
ileage for the piston rings. 


Experimental Engines 
Of the various experimental engines 
read mentioned only that with a 


Vel boiler!! could be tested before 
he outbreak of war. The working 
rressure with this boiler of 285 lb. can 


obtained in 15 minutes from cold, 
| the fire may be extinguished and 
elit as desired In regular service this 
ocomotive has hauled 500-ton trains 
retween Paris and Dijon on an average 

1 oil consumption of 1°95 gal. per 

lp to the outbreak of war the 


Velox locomotive had run 12,000 miles 


vithout failure The efficiency of the 
oiler is 85 per cent. It has no blast- 
and therefore there is no need 


for back-pressure, so that the cvlinders 


release the exhaust steam at about 
| instead of 30 Ib. per 
sq. In., as with an ordinary locomotive 
\t 75 m.p.h. this results in a gain of 
out 170 h.p. The rapid circulation 
f the water counteracts the formation 
f scale in the Velox boiler, but as a 
recaution, a certain part of the feed 
vater is softened by the use of. tri 
lium phosphate 

Illustrations were shown of the new 
1-6-4 turbine and geared steam engine 
ocomotives which have recently been 
ompleted. They both have 5-ft. driv 
ng wheels and the former a coal-fired 


boiler with a special steel firebox, and 


It has three 
driving axle, 
ind each having a forward and reverse 
et of vanes on the same shaft. The 


vorks at 355 lb. per sq. in. 
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drive is through two sets of pinion 
gears on each axle. The turbines, 
which are very small, work at 10,000 
r.p.m, with the axles turning at 200 
r.p.m., and develop 1,000 h.p. each. 
The coupling to the wheels is of the 
Westinghouse quill type. 

The geared steam engine locomotive 
has a coal-burning water-tube boiler 
working at 850 Ib. per sq. in. The feed 
water first enters a preheater, with a 
working pressure of 285 Ib. per sq. in., 
which is intended to soften the water 
and supply the steam to the auxiliary 
engines. Each axle is driven by two 
small single expansion engines, one on 
each side of the locomotive. There are 
thus six engines altogether. Each has 
three 6 in. by 10 in. cylinders, develop- 
ing 500 h.p. at 1,000 r.p.m. 

The new 2-12-0 locomotive,?? designed 
by Monsieur Chapelon, is intended for 
goods service, and was completed at 
the beginning of this year. The object 
of the design is economy in coal con- 
sumption. It has two high pressure 
and four low-pressure steam-jacketed 
cvlinders and two superheaters, one of 
which is between the high pressure and 
the low pressure cylinders. Monsieur 
Chan expressed the hope that Monsieur 
Chapelon would be able to pay a visit to 
England in the near future to give 
further information about the results 
of this experiment. 

Discussion 

Mr. W. A. Stanier opened the dis 
cussion, and referred to the difficulties 
connected with limited structure gauge, 
which had so far prevented the adop 
tion of compounding for powerful loco- 
motives in this country. He also drew 
attention to the fact that the very low 
coal consumption quoted per d.b.h.p. hr 
were at constant speed, a fact which 
had to be borne in mind when making 
comparisons with British locomotive 
tests which were all at variable speeds 

Mr. R. A. Riddles mentioned the 
possibility that the extraordinary im- 
provement of the modified Trench 
engines compared with their originals 
might have been due to the low efficiency 
of the originals ; but, in reply, Monsieur 
Leguille pointed out that the originals 
had satisfactorily performed the work 
for which they were first designed, and 
the main object of the improvements 
was to increase their power so as to 
bring them abreast of modern require- 
ments In answer to Mr. Riddles’s 
question as_ to difficulties 
experienced in France with long rods 
controlling smokebox regulators, Mon- 
sieur Leguille replied that such diff 
culties had not been experienced in 
France, but that the rods were placed 
outside the boiler 

Mr. Julian Tritton described the 
difficulties which had been encountered 
with scale forming in the Doble type 
of boiler, with which the German rail- 
wavs had experimented, but Mr. Le- 
guille, in reply, said that such difficulties 
had not occurred with the Velox boiler 
He also mentioned, in commenting on 
Mr. Tritton’s reference to stresses in the 
ordinary firebox with which the Velox 


pt yssible 
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dispenses, that the French were now 
using Monel stays in steel fireboxes. 

Mr. Cyril Williams expressed doubt 
as to how far the savings achieved by 
the complications introduced in_loco- 
motive parts justified the initial ex- 
pense, and Mr. D. R. Carling also 
referred to the cost involved in carrying 
out such elaborate experiments as the 
author had described. M. Leguille 
asserted that such expenditure was, in 
his opinion, well justified, if it gave 
rise to working economies in large num- 
bers of units, as in France. 

Mr. T. H. Turner enquired whether 
the conditions under which locomotives 
were worked had changed in France, as 
they had in this country during the last 
few years, and whether locomotive 
water-softening had been adopted on a 
large scale. Monsieur Leguille, in reply, 
said that there were no fixed water- 
softening plants in France, but that soda 
ash was added to locomotive feedwater 

Mr. W. A. Willox said that the authors 
had been all too modest about French 
locomotive engineers. They would have 
been entitled also to refer to the fact 
that they had provided the answer to 
electrification by working suburban 
trains with highly efficient 2-8-2 loco- 
motives maintained always at the same 
end of a suburban train and controlled, 
when the engine was pushing, by the 
driver from a cabin at the opposite end 
These engines had cam-operated Cossart 
piston valves, good acceleration, and 
gave average speeds, including stops, 
which were equivalent to those of 
multiple-unit electric trains. He also 
suggested that one reason against com- 
pounding in this country was that our 
drivers were less competent mechanics 
than French drivers; but Monsieur 
Leguille expressed the opinion that it 
was easier to abuse a simple locomotive 
than a compound. 

Mr. J. Pelham Maitland spoke of the 
more thorough training of locomotive 
personnel in France, and described some 
personal experiences with French loco 
motives he had driven. 

Mr. H. Holcroft asked for further 
details of the ash pans used in the 
modern French locomotive, and en 
quired whether Brox was affected by 
the high superheating temperature. He 
also drew attention to the fact that, 
even without the loading gauge restric 
tions which limited British locomotive 
engineers, compounding was not adopted 
in the U.S.A. Monsieur Leguille, in 
reply, said that Brox was unaffected by 
high temperatures, and that for the 
very high powers required in the U.S.A., 
the matter of getting the steam from 
high pressure to low pressure cylinders 
formed a difficult problem 


THe Rar-way Gazette, July 14, 1933, p. 48 
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PARLIAMENTARY NOTES 


Increase of Railway Charges 


\fter the Minister of Transport had 
made his statement to the House of 
Commons on April 17 announcing a 
10 per cent. increase in railway charges 
[given in full in THE Rattway GAZETTI 
of April 19] he answered several 
supplementary questions 

Mr. G. Ridley (Clay Cross—Lab 
asked if the Minister was aware that 
widespread criticism of the announce- 
ment would have been delaved if he 
had remitted the application to the 
Railway Rates Tribunal for public 
hearing instead of choosing to be judge 
and jury in his own case 

Captain Wallace The reason I did 
not remit the proposal to the Consulta- 
tive Committee, which 
members of the rates tribunal, who 
advise me, was because time was of 
This deficit 
has been running on for some time and 
under the terms of the agreement, 
which was approved by this House on 
February 13, the Government is liable 
to reimburse the controlled undertaking 
in a sum approximating to £400,000 a 
week The longer that is allowed to 
run on without the necessary adjust- 
ment of fares on principles already 
approved by this House, the more 
danger there is that the adjustment 
would have to be more drastic 

Mr. J. Wilmot (Kennington—Lab.) 
Does the Minister appreciate that 
having abolished judicial protection to 
the railway users which the Railway 
Rates Tribunal afford it, he is getting 
into a position wherein only one side 


consists. ol 


the essence of the contract 


ot a case is being heard, and since the 
Government now has an interest in the 
profits of the Railway Companies, the 
consumers’ interests are not being 
represented at all ? 

Captain Wallace That is not the 
fact at all If the jurisdiction of the 
Railway Rates Tribunal in regard to 
the general rates had not been sus- 
pended by me, it would have’ been 
open to the railway companies to go 
to the rates tribunal and ask for an 
increase of fares sufficient to bring their 
ncome up to the standard revenue, 
ind under the law the Railway Rates 
lribunal would, if they thought that 
would achieve the increase which | 
think is. really probable, have been 
bound to grant that increase It is 
therefore for the protection of the con- 
sumers of railway transport that we 
lave suspended the application of the 
Railway Rates Tribunal in this regard. 

Mr. Ridley gave notice that he would 
use the matter at the earliest oppor 
tunity 


The Debate 
On the motion for the adjournment 

{ the House on April 23 
Mr. G. Ridley (Clay Lab.) 
raised the question of the proposed 
railway fares He said it 
vas not his purpose to question the 
justification for the application, but 


( TOSS 


1h¢ reased 


he did question the methods employed 
by the Minister to approve it. Every- 
body thought that when the Minister 
received an application of this cha- 
racter and magnitude, he would before 
reaching a decision upon it at least 
take the advice of the Railway Rates 
rribunal, acting in an advisory capacity. 
He had neither used the kind of mach- 
inery indicated in the White Paper 
nor had he taken the advice of the 
members of the Railway Rates Tri- 
bunal in a consultative capacity. The 
Tribunal had for nearly 20 years heard 
all applications of this kind. Public 
hearings were held and evidence was 
given in public, but now discussions 
took place in a private room and a de- 
cision was given by an interested party, 
the Minister, who became judge and 
jury in hisown case. The charge against 
the Minister was that he had destroyed 
public machinery, which had complete 
public confidence, and in its place he 
made his own decisions, and whatever 
those were, however fair, 
reasonable or justified they might be, 
they were bound to be the object of 
considerable suspicion and _ criticism 
because he was known to be a deeply 
interested party. 

Captain Euan Wallace (Minister of 
fransport) said that in the debate on 
February 13 he stated that the whole 
foundation of the financial agreement 
between the Government and the rail 
way companies was that the controlled 
undertaking should operate on = an 
economic basis. He also said that if 
increased profits were obtained they 
would be obtained because extra work 
by the railways has entitled them to 
extra remuneration. In deciding the 
terms of control the Government were 
most anxious to avoid a repetition of 
the experience of the last war. No 
attempt was made on that occasion to 
maintain rates and fares at an economic 
level, with the result that shortly after 
the war, when steps were taken to 
place the railways on a self-supporting 
basis, it was necessary to make ex 
tremely drastic increases in charges. 

Ihe alternative to raising charges 
would be the policy of subsidy and 
keeping the railway charges at an 
uneconomic level. That would probably 
have disastrous consequences at the end 
of control when transport, presumably, 
would have to become once more self 
supporting. When he spoke last week of 
the liability to reimburse the railway 
approximately £400,000 a week he was 
referring to the undertaking to increase 
charges to offset increased working costs 
which had been proved somewhere 
about that figure. The criticism had 
been made that in view of the great 
increase in railway traffic since the out- 
break of war there was no justification 
for increased charges There had been 
a big increase of freight traffic on the 
railway, although the abnormal weather 
in February greatly reduced the tonnage 


decisions 
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of traffic over the lines. The war 
not by any means brought increa 
traffic to all parts of the railways. T} 
had been a substantial falling oft 
passenger traffic and the London | 
senger Transport Board had suit 
heavily through evacuation during 
32 weeks since the beginning of the \ 
The gross receipts from freight trai 
had increased by £13? millions or 24 
cent. over the corresponding peri 
year ago. Passenger receipts 
declined by /4 millions or 7 per « 
The net increase was £9? million 
8} per cent. It must not be assur 
that the additional war traffic on 
railways had been carried without 
substantial increase of expendit 
Much of it involved special work 
which seriously interfered with ot 
services probably more remunerat 
Turning to the actual amount 
increased cost which was to be m 
good by an increase in rates, fares 
charges, he said that it was estimat 
by the Railway Executive Committ 
at £26? million pounds in respect of 
19 months from the beginning of cont 
up to March 31, 1941. Of that 
£44 millions related to increased cost 
operation under war conditions 
estimates in regard to the sum wert 
be examined in the light of furth 
experience. The balance was mac 
of £9? millions increased wages, et 
£23 millions for allowances to employees 
serving with the Forces, and £10 mi 
lions increase in the price of materials 

If the increases were proved t! 
railway agreement required him 
make such increase in charges as 
cover the additional working costs \1 
all round increase of 10 per cent 
railway charges if it were applied fron 
May 1 was estimated to yield an 
additional £18 millions in a full vear or 
£164 millions during the 11) months 
from May 1 to March 31 next veai 
On the assumption that it was possibl 
to obtain an additional £2 millions 
between now and the end of next March 
from an increase in road fares on the 
London Transport Board 
road system the total increase was 
estimated to produce #18} mullions 
which was £33 millions less than the 
proved increase in working costs and 
$8} millions less than the estimate ol 
the Railwav Executive Committee of the 
total amount which under the agret 
ment should be secured by means ol 
additional fares, rates and charges up 
to March, 1941. They hoped that it 
would be found in practice that th: 
increase would vield more than the 
estimate 

Objection had been taken to the 
fact that the new charges were to be 
imposed without a public hearing by 
the Railway Rates Tribunal. He said 
he explained to the House on Feb 
ruary 13 that it was not possible to 
retain jurisdiction of the Railway 
Rates Tribunal over the general level 
of charges of the controlled undertaking 
on the ground that some more expedi- 
tious procedure was necessary. If the 
Railway Rates Tribunal had been left 
with the functions. which Parliament 
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ive it in 1921 so far as the general level 
railway charges was concerned, it 
tuld have been bound to sanction an 
rease of railway charges, if it was of 
opinion that traffic would stand it. 
had considered very carefully 
iether he ought to take the advice of 
» permanent members of the Railway 
‘ates Tribunal acting in an advisory 
pacity, or whether it was unnecessary 
r him to do so. They could not call 
question the necessity for adjusting 
iarges to meet the increased charges 
to the war, nor would they have 

en in any better position to satisfy 
emselves as to the actual amount of 
1e increases, which officers of his 
’epartment had investigated. It seemed 
him therefore that all these three 
ntlemen could have done would have 
variations in the 
Experience 


en to suggest 
icidence of the increases. 
ndicated that several months might be 
eded for an inquiry and every week's 
elay meant that an additional sum of 
ibout £400,000 was added to the sum 
hich sooner or later had to be met by 
ncreased charges. In view of that he 
ame definitely to the conclusion that 
he balance of advantage lay in favour 
f action at the earliest possible moment, 


that he would be failing in his duty in 


ecuring advice of members of the Ral 
vay Rates Tribunal on a_ simple 
problem. Under the agreement the 


Government would have been obliged 


later on to impose additional charges 
m railway users which would not have 
een necessary if prompt action had 
een taken. He had promised to con- 
ider representations and if necessary 
1e would refer them to the permanent 
nembers of the Railway Rates Tribunal 
cting in a consultative capacity. The 
ncrease proposed from May 1 was the 
east that could be sanctioned in con 
formity with’ the railway agreement. 
If he had yielded to the temptation to 
take shelter behind the members of the 
Railway Rates Tribunal the result 
vould simply have been to put off the 
vil day. 
Col. Sir George Courthope (Rye 
said that he had the honour, or 
maybe the misfortune, to be the Chair 
man of the Committee of Railway 
Directors. Many speakers in th 
lebate had spoken as though this were 
. railway demand to the Government. 
What had led to the misconception was 
that the railways were run by the 
Railway Executive Committee under 
ind for the Minister of Transport in 
the interests of the country. It was 
suggest that all increased 
ibour cost could be claimed as an 
xpense to be made good by higher 
harges. Only increased labour cost 
lue to decisions of the Government 
ould be claimed. The normal increase 
f cost was due to the normal war 
It did not come into the calcu- 
The £9,750,000 was the 
ncrease of wages which the railways 
1ad to pay, due to the increased scales 
the Ministry of Trans- 
railway companies 
other 


wrong to 


traffic. 
lation at all. 


ipproved by 
port, to which the 
had no say at. all. The 
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£10,250,000 which was the increase in 
cost of raw material due to the war 
was not a matter over which the rail- 
way companies had any control. 


Sir Henry Maybury 

Lord Apsley (Bristol, C.—C.), on 
April 17, asked the Minister of Trans- 
port in what capacity the services of 
Sir Henry Maybury were being retained 
by his department; and whether he 
was also being employed by any other 
Government department in an advisory 
or executive capacity. 

Captain Wallace : Sir Henry Maybury 
is one of the members appointed by the 
London Passenger Transport Board on 
the London & Home Counties Traffic 
Advisory Committee, but his services 
are not retained by my Department in 
any Capacity. 

Whitsun Traffic 

Lord Apsley (Bristol, C.—C.), on 
April 17 asked the Minister of Trans- 
port what special measures were being 
taken to deal with the Whitsun traffic 
between the south coast of Wales and 
the north coast of Somerset and Devon, 
in view of the compulsory closing of the 
existing air services 

Captain Euan Wallace (Minister of 
Transport) said he was advised that 
there was no reason to expect that the 
railway services would not be adequate 
for this traffic No special measures 
were therefore in contemplation. 

Lord Apsley then asked if the railways 
had considered the very large volume 
of traffic that would arise if the ferry 
boat was not put into operation, and 
were they taking special measures to 
deal with it. 

Captain Wallace : My information is 
that they have considered the amount of 
traffic that is likely to arise, and that 
they will be able to deal with it. 


Edinburgh and Glasgow Railway 
Stations 

Mr. A. Woodburn (Clackmannan and 
Eastern—Lab.), on April 17, asked the 
Minister of Transport (1) whether he 
was prepared to arrange for the supply 
of platform tickets by automatic ma- 
chines at Waverley station, Edinburgh, 
and Queen Street station, Glasgow, as 
in the case of L.M.S.R. stations in both 
towns, with a view to avoiding the 
congestion at the booking-office win- 
dows, which causes delay, irritation, 
and sometimes loss of trains to bona- 
fide passengers; and (2) whether he 
was aware that the charge of 3d. a 
person for platform tickets at Waverley 
station, Edinburgh, and Queen Street 
station, Glasgow, only resulted in pre- 
venting poor people securing admission 
to the platforms; that the congestion 
at the entrances impeded admission to 
the platforms of bona-fide 
that in both stations there was ample 
platform accommodation, and more 
than at the L.M.S.R. stations where 1d. 
was the charge; and whether he could 
arrange for a uniform platform charge 
at all Scottish stations. 

Captain Wallace: I am having the 
hon. member’s suggestions considered. 


passengers ; 
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Staff and Labour Matters 


Workmen’s Compensation 

An appeal by Mrs. Noble, the widow 
of a railway fireman who was killed 
while walking along the line, which was 
allowed by the House of Lords on 
April 18, is of considerable interest. 
Mrs. Noble claimed compensation under 
the Workmen’s Compensation Acts in 
respect of the death of her husband, a 
fireman in the employment of the 
Southern Railway Company, who was 
killed on the night of August 25, 1938, 
by an electric train when walking from 
the locomotive depot to which he was 
attached to Norwood Junction station, 
from which station he had been told 
to go by train to East Croydon. Mr. 
Noble had departed from the recognised 
safe route and was walking along a 
highly dangerous route between or in 
close proximity to the rails used by the 
electric trains. The use of that route 
by the employees of the railway com- 
pany was strictly prohibited, and a 
notice had been issued specifving the 
exact route which had to be taken 
between the locomotive depot and the 
station. 

The county court Judge held that 
section 1 (2) of the Workmen’s Com- 
pensation Act, 1925, did not avail the 
workman, and that he was bound by 
Clarke v. Southern Railway Company 
to issue an Award in favour of the 
respondents. Mrs. Noble’s appeal to 
the Court of Appeal was dismissed, 
but the House of Lords ruled that the 
judgment of the Court of Appeal must 
be reversed and the matter must be 
remitted to the County Court Judge, 
unless the parties agree, for the purpose 
of fixing the amount of compensation. 








Forthcoming Events 


Apr. 26 (Fri.).—Institution of Mechanical 
Engineers, Storey’s Gate, London, S.W.1, 
6 p.m. ‘ Fuel injection in oi] engines in 
relation to combustion,’”” by Mr. G. W. A. 
Green, 

Apr. 27 (Sat.).—Permanent Way Institution 
(Manchester-Liverpool). Inspection of 
F.B. 131 Ib. and 110 Ib. track,.conducted 
by Mr. N. W. Swinnerton. 

Apr. 30 (Tues.).—London School of Economics, 
at Canterbury Hall, Cartwright Gardens, 
W.C.1, 5 p.m. ‘‘ The problem of railway 
charges (2),”’ by Mr. Roger Gibb. 

May 7 (Tues.).—London School of Economics, 
at Canterbury Hall, Cartwright Gardens, 
W.C.1, 5 p.m. ‘ The problem of railway 
charges (3),”’ by Mr. Roger Gibb. 

May 9 (Thwurs.).—Institution of Electrical 
Engineers, Savoy Place, London, W.C.2, 
6 p.m. Annual general meeting. 

May 14 (Tues.).—Institution of Civil Engineers, 
Great George Street, London, $.W.1, 5.30 
p.m. ‘“* Cliff stabilisation works in London 
clay,” by Mr. J. Duvivier. 

May 23 (Thurs.).—Model Railway Club, at 
St. John’s Schools, Tottenham Court Road, 
W.1, 7.30 p.m. ‘* The past 40 vears in 
retrospect,’ by Mr. Charles E. Lee. 

May 24 (Fri.).—50th annual dinner of the Past 
and Present Crewe Pupils and Premium 
Apprentices. To be held at Oddenino’s 
Hotel, Regent Street, London, at 7.15 for 
7.45 p.m. Chairman, Sir Nigel Gresley. 

Mav 25 (Sat.).—Permanent Way Institution 
(Manchester-Liverpool). Inspec tion of 
carriage repair shop and main sub-station, 
Birkenhead and Manor Road. 
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NOTES AND NEWS known as ‘‘ Jones Goods”’ after 


designer, Mr. David Jones, was bu 














Bekonscot Model Railway.—The total of at least 130 on the train were for freight and passenger duty on t 
Bekonscot model railway village, and not killed; of the 23, 8 were seriously heavy gradients of what is now 
garden at Beaconsfield were opened last injured. Four of the five coaches Highland Section of the L.M.S.R. not 
Sunday, and remain open for the whole which were not submerged with the of Perth, as recorded in our issue 
of the present week in aid of various engine in the river caught fire and September 20, 1935 (p. 438). The pion 
charities many passengers were burnt. Deep engine of the series, restored to 

Collision at Horsham, S.R.—On ‘S!0w hampered the relief measures. Highland Railway green livery, is pr 
\pril 19 the 5.42 p.m. electric train The scene of this disaster was near the served for its historic interest _by t 
from Three Bridges ran into the back Mt. Yokone tunnel in Yamagata Pre-  L.M.S.R. at St. Rollox works, Glasg 

; . fecture It was illustrated on page 406 of Ti 
of the 6 p.m. steam train to Guildford, :  Rebr 98 : 
Ramway GAZETTE of February 28, 193 
which was standing in Horsham station. Italy to Encourage Visits to Paris i 
Only slight damage was suffered Fair .—Italy has decided to reduce fares 

American Railway Accident. on the Italian State Railways by 33 per ~~! os = 
The New York Central Lake Shore cent. for travellers going to the Paris British and Irish Railways 
Limited from New York to Chicago was Fair, according to the Rome radio, Sh 

m } ag ‘ < r 
derailed at a curve near Littlefalls, New quoted by Reuters. It was added that Stocks and ares 
York State, last Saturday in the early visas would be issued free of charge. 
hours of the morning It is reported The fair is to be held from May 4 to ‘ Prices 
that 38 persons, including the driver May 25. higelie £m gs ial 

id firemal yst IT ~S ~ os : : . =-—— _ ri , 
and fireman, lost their liv Erie Railroad Reorganisation .— I a . | 

Institution of Civil Engineers. The Interstate Commerce Commission 1940 
In place of its usual annual dinner, the has issued a reorganisation plan for the 
holding of which was not practicable Erie Railroad Company Holders of G.W.R. . 
because of wat conditions, the Institu common and preference shares will tes tak” ie 32 the 98; 
tion of Civil Engineers held a luncheon receive no par common stock in the Si , Red. Pref. (1980) 98 83 1034 | 
it the Savov Hotel « April 19 S ratio of 1 to 5 Jus the right to pur- , Deb. - 103 91 102+ af 

Baws a tel on Apri Ts iI : » | 58 > pe 443, Deb. ... | 1054 | 93% | 105§ (—2 
Clement D. M. Hindley, the President, chase the common stock, at %37-17 a 44°, Deb. ... sench 4 oy 
was in the chair he principal guests share, in the ratio of 1} shares for 313, Deb. xe is 34 ‘ 654 
were the Home Secretary, Sir John every share held. The plan has to be 5° Rt. Charge... ‘II7 104 116 
Anderson, and the Minister of Informa approved by the Court and by the 5% Cons. Guar. ... Il sete | 1S 
tion, Sir John Reith security holders. L.M.S.R. 

: ; Ord. wal 94 224 

Railway Charges Problem.— Mr Crewe Pupils and Premium Ap- 4% Pref. (1923). _ » 2 
> ; 9 ‘ z= ss 4°, ‘ - 
—_ Gibb, on mre = a a prentices.—The 50th annual dinner of 5°, Red. Pref. (1955) 83° 584 Ss 
public lecture on ‘‘ The Problem of the Crewe Pupils and Premium Appren- 4° Deb - 985 85 83 | 
ee laggy > era psn ita see 11 ld yee A “cei sat 5°, Red. Deb. (1952) 109 =: 101g.—S«107 
tailway large a it sondon tices wi « held at Oddenino’s Hotel, 4% Guar. ... 873 73 874 
School of Economics, Canterbury Hall, Regent Street, London, on Friday, een 
Cartwright Gardens, W.C.1. Sir Arthur Mav 24. The chair will be taken by Sir 5°, Pref. Ord. _ 53 34 6 ; 
Griffith Boscawen presided Che lec Nigel Gresley. Mr. Reginald Terrell, the Def.Ord. ... «- _34 13 a 
turer dealt at lenetl th d hea te H Ey Sh APES 4% First Pref. oon | oan 19 495 

irer dealt at length with disintegration onorary Secretary of this function, will 4% Second Pref. | & 73 20 
of rates, a practice which he argued be glad to hear from past Crewe men 540 _ en (1955) 4 = a 
should be abolished We hope to publish who wish to attend. His address is 4%, ea: te see 68; 47 671 2 
a summary of the lecture in an early 3, Victoria Street, London, S.W.1; 30 — ee woe = = oar 
issue Of THE RAILWAY GAZETTE. lelephone, Abbey 3592. 5°. Red. Deb (1947) 10642 «98 103! 

Japanese Accident : 107 Killed. Last of a Famous Locomotive “ i% Sinking me S| LU 
\bout 8.40 a.m on March 5, a mixed Class.— After nearly half-a-century of 
Sealin tenian Weaieimniine tin al te coe 2s British loc SOUTHERN 
tra from onezawa to Saka-machi usetu service, a famous British loco- Pref. Ord. ... | 7 464 70 * 
plunged into the Ara river, due to some motive type has passed from the active Def. — “ -- 19S 7 21 3 
65 ft. of the bridge over it having been | he withdrawal by the L.M.S.R. 38 Red ‘| too | 98 | tone 
. g ) laving een ist with the withdrawal by the L.M.S.R. 5% Red. Pref. (1964) 102+ 94 102+ 
carried away by an avalanche Che of engine No. 17925. This was the last 5% Guar. Pref. ane | $168 | 103 113 1 

oo ee - + ‘i i mn : 5°, Red. Guar. Pref. 1124 1024 1094 | 
engine, tender, and five of the six coaches working survivor of a class of 15 engines (1957) 
fell SO ft. into the river, and only 23 that in 1894 introdr-ed into Britain the 4° Deb. - 103 91s = 101g 
assengers in the sixth coach out of 4-6-0 wheel The cl ee ae ae: | Ce | a | ee 
pi vers 1 coat mut of a -6- whee arrangement 1e Class 7, Rad. Ord. (1962- 106 98 1044 

) 
4%, Red. Deb. (1970 102 96 1034 
80) 
° Pei = BRIDGE 
Irish Traffic Returns ‘Oo. ... | See) ot | om 
’ Guar. eae es 95 80 924 
.P.T.B. 
Totals for 15th Week Totals to Date 44 rare | 4s 103 1084 I 
IRELAND ‘ae ons Se 1062 1174 
% “* T.F.A.” oo | 10042 1034 
1940 1939 Inc. or Dec 1940 1939 Inc. or Dec. a oe”) aes oe | C178 102 1094 
sal Tas shad oon | OF 63% 44 -1 
£ £ £ £ £ t MERSEY 
Belfast & C.D pass 2,451 3,853 1,402 33,324 27,044 6,280 Ord. .. 2453 ITE 255 
(80 miles) goods 459 372 87 7,190 6,365 825 4°, , Perp. Deb. or 93% 832 91 
total 2,910 4,225 1,315 40,514 33,409 7,105 3% Perp.Deb. .... 77 65; = 654 = 
3%, Perp. Pref. os | 3S 494 544 
Great Northern pass 10,100 14,350 4,250 148,800 134,400 14,400 
(543 miles) goods 13,800 8,450 5.350 167,700 149.750 17,950 IRELAND 
total 23,900 22,800 1,100 316,500 284,150 32,350 P waenadiaed & C.D. ‘. " ‘ 
rd ° es 
Great Southern pass. 31,322 41,084 9,762 451,149 443,092 8,057 
(2,076 miles) goods 45,408 36,865 8,543 638,518 613,033 25,485 G. NORTHERN 
total 76,730 77,949 1,219 1,089,667 1,056,125 33,542 Ord... ne 6 23 . rs 
L.M.S.R. (N.C.C.) pass 5,570 4,750 4 820 64,320 49,500 14,820 G. SOUTHERN 
(271 miles) goods 4,200 2:570 1,630 50,240 42,660 7,580 oN 6 ee 3 \. A 
tota 9,770 7,320 2,450 114,560 9 4 VO. se. pus ae n 
| 2,160 22,400 Guar. oon eal 40} 22 294 3+ 
> aS 4a | 50¢ |—2 
Easter Monday, 1939 
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{pril 26, 1940 


Crown Agents for the Colonies 


LONIAL GOVERNMENT APPOINTMENTS. 





PLICATIONS from qualified candidates re 
invited for the following post 

VORKS MANAGER required for the Trinidad 
rnment Railway for three years’ service in the 
nstance with prospects of permanency Salary, 
920-T$120-T$2,880 (TS4°80 equals /1 Free 


THE RAILWAY GAZETTE 


OFFICIAL NOTICES 


passages, and if married for wife and children not 
exceeding four persons. Leave on full salary. Candi 
dates not over 45, preferably trained on an English 
railway, must have had good practical experience of 
Railway Shops and Running Sheds, and must be 
qualified to act as Locomotive Superintendent in the 
bsence of the latter 

Apply at once by letter, stating age, whether married 
or single, and full particulars of qualifications and 
experience, and mentioning this paper, to the Crow! 
for the Colonies, 4, Millbank, London, 5.W.1, 
¢g M/9125 








623 


FFICIAI ADVERTISEMENTS intended for 
insertion on this page should be sent in 

as early in the week as possible. The latest time 
for receiving official advertisements for this page 
for the current week’s issue is noon on Wednesday. 
All advertisements should be addressed to The 


Railway Gazette, 33, Tothill Street, Westminster, 
London, S.W.1. 








RAILWAY AND OTHER REPORTS 


Madras & Southern Mahratta 

Railway Co. Ltd.—At a meeting of the 
ird of directors held on April 22, the 
lowing dividend, payable July 1, 
940, was declared Guaranteed in- 
est 1} per cent., stockholders’ revenue 
count 1 per cent., making a total of 

23 per cent. \ similar dividend was 
iid on July 1, 1938. 


Atchison, Topeka & Santa Fe 
Railway Company.—Operating | re- 
nue for the year 1939 was $160,639,966 

rainst $154,323, 226 in 1938 
$ 125,334,704, 
§120,412,014 ; net operating revenue 
s therefore $34,705,261, which com- 


operating 


kpenses were against 


pares with $33,911,212. Net railway 
operating income was $19,170,865, com- 
pared with $18,026,118, which with other 
income of $2,885,423 ($3,850,247) gives 
total income of $22,056,289, against 
$21,876,365. The amount available for 
dividends and surplus is $8,490,832 
(against $8,216,544), and with 
$295 375,264 brought in and dona 
tions of $30,130 the total surplus is 
$303,896,227. Dividends on _ preferred 
shares absorb $6,208,640. The 
carried forward is $294,998, 190. 


amount 


Tynemouth & District Transport 
Co. Ltd.—tThe report of this company, 
which is a_ subsidiary of Northern 


General Transport Co. Ltd. (in turn a 
subsidiary of British Electric Traction 
Co. Ltd. and the L.N.E.R.) shows a total 
revenue for the year 1939 of £93,308, 
which compares with £89,951 tor 1938. 
Total expenses, including debenture 
interest, provision for renewals, and tax, 
were £73,461 (against £71,239 the net 
profit was £19,846 which compares with 
£18,712. At £9,936 the allocation to 
reserve is {4,936 higher. A dividend of 
10 per cent. (same) is recommended on 
the ordinary shares and the balance 
forward is £14,982, against £13,238 
brought in : 

Potteries Motor Traction Co. Ltd. 
-A final dividend of 6 per cent. is 
recommended, making 10 per cent. for 
the vear 1939, the same as for 1938. 








CONTRACTS 


favlor Bros. & Co. Ltd. has received 
order from the Crown Agents for the 
jJonies for 330 carriage and wagon 
res for the Lraqi Railways. 


The Egyptian State Railways have 

aced the following orders 

Henricot Steel Foundry Co. Ltd.: Buffet 
s and springs 

Brown, Bavley’s Steel Works Limited: 
fter shells and springs 21.1110-4 & 5; £680 

& Co. Ltd. : Steel boiler and flue 


es (17.301; £8,449; Ref. No. E.S.R. 317-G 





fhe Vulean Foundry Limited: Slide bars 
21.1155; £648). 

Stewarts and Llovds Limited: Galvanised 

Id steel tubes (17.296; £493). 

rhe Metropolitan-Vickers Electrical 

Ltd. has received from the London 

x North Eastern Railway a part con- 
tract for Cosmos lamps to be supplied 
ip to April 30, 1941. 

lhe Indian Stores Department (Cal- 
itta) has placed the following orders :— 
Indian Standard Wagon Co. Ltd.: 
36 helical springs. 

Burn & Co. Ltd 200 cast steel axleboxes. 

Kumardhubi Engineering Works Limited : 
300 cast steel buffer plungers. 


235 and 


The Indian Stores Department (New 
Delhi) has placed the following orders : 

Indian Standard Wagon Co. Ltd.: 1,000 
Taw springs. 

United Steel Companies (India) Limited : 
3 steel flue tubes and 1,755 steel boiler and 
ch tubes. 

According to La Libre Belgique dated 
\pril 4, the German State Railway has 
rdered 1,000 oil tank wagons from 
Belgian firms, and already has paid a 
leposit of 20,000,000 Belgian fr. on 
he order. The names of the firms 
vhich are sharing the order are not 


AND TENDERS 


likely to be announced publicly, because 
of general feeling in the country against 
Germany. La Libre Belgique also states 
that a large number ot wagons built 
by Belgian firms to Chinese orders 
have until lately been on the makers’ 
hands, owing to difficulties of shipment 
and payment. Most of these wagons 
have been acquired by the Reichsbahn, 
which has taken the precaution of 
purchasing them through a Swedish 
firm. 

rhe North Western Railway of India 
is enquiring for tinware (No. 212-S/2; 
May 8 at Lahore). 


rhe Eastern Bengal Railway is enquir- 
ing for eight boilers for broad-gauge loco- 
motives and two boilers for metre-gauge 
locomotives. Tender No. G.M.A-1; 
June 27; D.O.T. No. T. 18502/40. 

The Egyptian Ministry of Public 
Works is calling for tenders for spare 
parts for the small locomotives used 
for the transport of manure at Gebel- 
el-Asfar. Tenders to be in at Cairo by 
May 22. 

The South African Railways are 
enquiring for 11 electric wharf cranes 
of 4-tons capacity, for Durban Harbour 
(No, 2567: May 6: DOT. No. fF. 
17640 /40). 


The Egyptian State Railways are 
enquiring for 10-ton steel box trucks 
(E.S.R. 17-2/3-4 ; July 22); for 10-ton 
open low-sided wagons (E.S.R. 17-2/3-6 ; 
July 29); and for 500 canvas wagon 
covers and: 30 square covers (E.S.R. 
343.G.3/40). The Chief Inspecting 


Engineer is at 41, Tothill Street, Lon- 
don, S.W.1. 


The Indian Stores Department is 
enquiring for the following equipment 

Plumbago or Morgan’s crucibles for the 
N.W.R. (M-5832; Mav 13). 

Grinding wheels, for the N.W.R. (M-5602 ; 
Mav 6 

Helical steel bolster, draw and buffing springs, 
for the N.W.R. (N-1071 ;) May 13). 

Drawbar, axleguards, bushes, etc., for the 
E.1.R. (N-1072/3; May 15). 

Bogie bolster bearers, axleboxes, keyplates, 
buffer casings and other items, for the E.I.R. 
(N-1072/1; May 15). 

Screw couplings and pin shack 
E.I.R. (N-1072/2 ; May 15). 

Buffers, for the E.I.R. (N-1065 ; May 15). 

28 axles and 8 pairs of 28$-in. disc. wheels 
and axles, for the Jodhpur Railway (N-1062 1; 
May 13). 


es, tor the 


The State Railways of Thailand are 
understood to have asked for Belgian 
quotations for 800 wagons. 

The Guatemala Government proposes 
to enlarge the buildings of the Depart- 
ment of Communications at an estimated 
cost of 500,000 quetzales. 

Extensive repairs to the railway 
wharf at Port Augusta are under con- 
sideration by the Commonwealth Rail- 
ways. The present estimated cost of 
the work is about £60,000. 

Mr. A. J. Grainger has been appointed 
Sales Manager, Engineering Division of 
British Timken Limited. Prior to this 
appointment, Mr. Grainger was the 
company’s London Sales Representative. 

TIMKEN TRADE Mark.—The name 
“Timken ”’ has recently been regis- 
tered as the trade mark of British 
Timken Limited. The company has 
used the name as a trade mark for many 
years and the formalities of official 
registration have now been completed. 
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Railway Stock Market 


Despite the heavy increases in taxation £18,000,000 in a full year. Earlier in to 22}, the 4 per cent. senior prefere: 
innounced in the Budget speech, which the week L.M.S.R. ordinary, Southern was fractionally lower at 62}, and 
were more drastic than had been ex- deferred, and other junior stocks showed 1923 preference 524, compared with 5 
pected in the City, the stock and share some improvement, but subsequently while the 4 per cent. debentures 
markets have maintained a firmer under- they came under the influence of uncer- 983, compared with 99, and the 5 
tone than might have been anticipated tainty as to how the limitation of divi- cent. debentures again 107. L.M.s 
Shares of companies directly affected by dends of public companies will apply to 4 per cent. guaranteed stock was 87}! 
the Budget changes were marked down, these stocks and to other equity securi- against 88} a week ago An 
but no heavy selling was reported, and ties whose highest dividends were less L.N.E.R. stocks the second prefer 
sentiment, particularly in regard to lead- than 4 per cent. in any of the three pre- was half-a-point lower on the week 
ing fixed-interest bearing securities, was war accounting years. Most of the senior the first preference a point down at 
issisted by the gains recorded in British preference stocks were firmer, as were the Moreover, the second guaranteed at ¢ 
Government stocks. The latter were due debentures, which, in common with other showed a loss of 2} points, but the 
in part to general recognition that the first class investment securities, are, of guaranteed at 78} was unchanged 
iuthorities are determined to make every course, influenced by the tendency in balance. The 4 per cent. debent 
effort to prevent the danger of the infla- British Funds. were 947 and the 3 per cents 
tionary developments experienced in the \s compared with a week ago Southern London Transport ‘‘C’’ was lowe: 
last wat The trend in most home rail deferred improved from 20} to 21}, but 44, compared with 443 a week ago 
way stocks was relatively satisfactory and the preferred was unchanged on balance Metropolitan Assented at 55 showed a 
showed improvement over that at the at 70, as was the guaranteed stock at of a point. 
end of last week The market was then 112}, while the 5 per cent. preference The tendency in Argentine railw 
temporarily under the influence of the declined a point to 984 and the deben- securities remained favourable on 
erroneous suggestion made in some tures were fractionally lower at 101. whole, but the amount of business 
quarters that the decision to raise rail Great Western ordinary rallied, and at these and other foreign railway stocks \ 
way charges indicated that receipts are 47} was the same as a week ago, but the small Central Argentine and B.A. ( 
running below the guaranteed minimum 5 per cent. preference was 98} compared Southern preference stocks were mov 
level On the other hand, the rate of with 993, and the 4 per cent. debentures rately better, while the debentures w 
increase in expenses arising from the war 102}, compared with 103. On balance a firmly held and not easy to obtain in 
is very substantial, bearing in mind that similar tendency was’ observable in amount at around current prices. Ant 
the required 10 per cent. increase in L.M.S.R. securities. Whereas the ordi- fagasta ordinary and preference held la 
charges is calculated to bring in nary stock improved slightly from 223 week’s improvement, 








Traffic Table of Overseas and Foreign Railways Publishing Weekly Returns 








Traffic for Week 2 Aggregate Traffics to Date Prices 
Miles > Share * 
Railways open cee Es Totals or P oo 2. pt - 
1939-40 Inc. or Dec. © Increase or Stock 2m Yom “2 vg 
Total compared 6 This Y book Decrease ‘ ae aa co 2a 9 
this year with 1939 Z is Year ast Year r Ss = = on” 4 
£ £ £ £ £ 
{ Antofagasta (Chili) & Bolivia 834 14.4.40 16,550 + 3,220 15 291,140 206,690 + 84,450 Ord. Stk. 103 44 il Nil 
Argentine North Eastern... 753 13.4.40 ps. 159,200 ps. 12,600 42 ps. 6,213,800 ps. 6,416,900 — ps. 203,100 os 45 2 34 Nil 
| Bolivar ... oa ae ne 174 Mar. 1949 4,370 230 13 11,590 11,700 - 110 6p.c. Deb. 74 53 7 Nil 
Brazil ... ia - Bonds. 53 44 7t 6a 
| Buenos Ayres & Pacific . 2,801 13.4. 40 ps.!,626,000 —ps.183,000 42 ps.57,239,000 ps.58,875,000 —ps. 1,636,000 Ord. Stk. 54 2 4 Nil 
| Buenos Aires Central 190 9.3.40 $76,000 — $1,600 37 $3,635,600 $3,822,400 — $186,800 Mr. Deb. 14 8 14 Nil 
Buenos Ayres Gt. Southern 5,082 13.4.40 _ps.2,440,000 ps.120,000 42 ps.98,225,000 ps. 97,176,000 + ps. 1,049,000 Ord. Stk. 13% 44 8} Nil 
| Buenos Ayres Western =. 13.4.40 ps. 880,000 ps. 78,000 42. ps.32,513,000 ps. 30,399,000 +ps.2,!114,000 i 104 a 7 Nil 
a | Central Argentine P . 3,700 13.4.40  ps.1,774,750 ps.343,500 42 ps.72,982,300 ps. 79,016,450 —ps. 6,034,150 a 114 4 7 Nil 
= | Do on - —_— - — — Dfd. 4 If 4 Nil 
5 | Cent Uruguay of M. Video .. 972 13.4.40 22,656 + 3,271 42 875,313 767,324 + 107,989 Ord. Stk. 24 a 34 Nil 
Costa Rica jaa ana 188 Feb. 1940 16,895 — 4,824 35 136,096 177,211 — 41,115 Stk. 244 18 22 9 
< Dorada : ; “a 70 =Mar. 1940 11,890 2,500 13 34,500 40,400 — 5,900 I Mt.Db. 1044 102 1024 55 
£ | Entre Rios . 810 13.4.40 ps. 205,000 ps. 34,400 42 ps. 9,855,500 ps.10.486,500 ~— ps 631,000 Ord. Stk. 6 3 34 Nil 
24 Great Western of Brazil ; 1,016 13.4.40 11,390 4 3,500 15 191,400 162,000 + 29,400 Ord. Sh. 3/- 1/24 * Nil 
Pe International of Cl. Amer. .. 794 Feb. 1940 $604,831 + $55,394 8 $1,170,321 $I, 097, 710 + $72, 611 - - -- 
a Interoceanic of Mexico “a Ist Pref. 4d. 74d. + Nil 
c | ba Guaira & Caracas ... ‘i 2234 Mar. 1940 7,370 + 955 13 21.975 15, 820 + 6, 155 Stk. 7 64 64 Nil 
¢ | Leopoldina.... nin 1,918 13.4.40 19,733 2,891 15 335,878 307,977 + 27,901 Ord. Stk. 24 $ 2 Nil 
3 | Mexican ; ‘ 483 21.3.40 $317,100 $1,400 II $3,651,600 $3,578,300 + $73,300 if lé 4 1 Nil 
- | Midland of Uruguay ‘ ioe 319 = =Mar. 1940 12,567 + 3,360 40 93,700 83,075 + 10,625 a 2/- + + Nil 
| Nitrate ‘a aia 386 15.4.40 5,627 + 504 15 55,960 38,118 + 17,842 Ord. Sh. 24 I} 2% S* 
| Paraguay Central a 274 13.4.40 $3,133,000 $254,000 42 $131,022,000 $125,908,000 + $5,114,000 Pr.Li.Stk. 454 36 40 15 
| Peruvian Corporation .. 1,059 Mar. 1940 74,738 4 5.140 40 606,651 609,165 2,514 Pref. I A 3 Nil 
| Salvador ‘i : a 100 23.3.40 ¢30,.228 e10,178 39 £743,333 ¢827,514 784,181 Pr.Li.Db. 194 16 15 Nil 
San Paulo ; ‘ is 1534 7.4.40 37,050 + 12,966 14 469,363 398,836 + 70,527 Ord. Stk. 38 20 464 53 
Talcal .. me 160 Mar. 1940 3,005 — 730 40 23,135 27,530 — 4,395 Ord. Sh. i 6/6 tt 74 
| United of Havana ‘ . 1,353 13.4.40 38,462 10,488 42 977,301 970,396 6,905 Ord. Stk. 2 4 2 Nil 
Uruguay Northern 73 Mar. 1940 1,411 553 40 9,950 9,104 + 846 Deb. Stk. 2 2 2 Nil 
« ( Canadian National... .-. 23,695 14.4.40 819,464 + 116,357 15 12,269,788 9,616,768 + 2,653,020 - - — 
+) Canadian Northern : - — —- - - - 4p.c. Perp.Dbs. 743 60 79 Sts 
© Grand Trunk ‘ 3 - - - 4p.c.Gar. 100} 76 994 4 
U | Canadian Pacific ; oon OF, 0E 14.4.40 543,200 43,409 15 8,222,800 6,855,400 + 1,367,400 Ord. Stk. 7k 3+ 84 Nii 
Assam Bengal . ith in 31.3.40 46,747 1614 52 1,587,855 1,532,195 + 55,660 Ord.Stk. 76} 60 794 33 
BarsiLight... aad 202 31.3.40 3,037 2,610 52 126,368 138,750 — 12,382 Ord. Sh. 564 504 434 875 
Bengal & North Western ... 2,096 31.3.40 87,859 2,561 26 1,455,701 1,473,406 — 17,705 Ord. Stk. 277 2294 278 53 
= Bengal Dooars & Extension ... 161 31.3.40 3,491 + 286 52 141,478 147,657 — 6,179 i“ 91 844 215 3 
= { Bengal-Nagpur .. 3,267 31.3.40 269,400 + 43,767 52 8,188,495 7,101,783 + 1,086,712 - 942 834 954 4a 
£ | Bombay, Baroda & Cl.india 2.986 10.4.40 271,050 12,900 2 271,050 258,150 + 12,900 “ 108 90 1074 5% 
Madras & Southern Mahratta 2,967 31.3.40 227,025 + 50,681 52 5,920,351 5,658,362 + 261,989 mE 10444 92 1024 7% 
| Rohilkund & Kumaon iad 571 31.3.40 21,333 4 1.478 26 310,386 280,442 + 29,944 mt 280 263 280 St 
South Indian ... ’ one! aeaaeed 20.3.40 124,894 + 15,658 51 3,491,059 3,467,784 + 23,274 is 1024 88 924 53 
“Beira ... , . jae 204 Jan. 1940 74,624 17 294,262 -- — — — — _ -- 
Egyptian Delta : me 623 20.3.40 5,324 — 322 5l 208,791 210,068 — 1,277. = Prf. Sh. + a i Nil 
Kenya & Uganda re on} CAD May 1939 206,557 — 11,295 2! 1,220,870 1,309,332 — 88,462 _— _ -- — —_ 
3 | Manila ... ie ~ = - ~~ os B. Deb. 55 39 48 7% 
2 Midland of W. ‘Australia cee 277 Feb. 1940 12,214 — 2,729 35 102, 871 122,176 — 19,305 Inc. Deb. It 874 824 45 
«@ | Nigerian ay ooo} 1,900 24.2.40 58,092 + 12,884 48 1,856,487 1,944,701 — 88,214 - — -— _ — 
> | Rhodesia we ese ne} AME | Sem, 1908 384,405 17 1,520,480 — — . — — —j- 
| South Africa ... aa ... 13,288 39.3.40 577.207 103,483 52 33,816,950 32,492,001 + 1,324,949 -- _ -— ~ — 
| Vicroria . , esol S004 Jan., 1940 989,333" + 206.698 31 5,827,335 5,516,376 + 310,959 — — — — — 


Note. Yields are based on the approximate current prices and are within a fraction of 
Argentine traffics are now given in pesos. t Receipts are calculated @ Is. 6d. to the rupee. § ex dividend 
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